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WASHINGTON, D. C. 


TRANSPORTATION EDUCATION 

We are printing elsewhere a communication from an 
industrial traffic manager on the subject of this editorial in 
which he has considerable fun at the expense of those who 
advocate transportation education and the elevation of the 
traffic profession. We are in doubt as to just how seriously 
to take Mr. Huber. Taken literally, he would seem to be 
“agin too much larnin” ; but we imagine he does not entirely 
mean all he says and merely intends to point out the dangers 
of making the profession of traffic and the men engaged in 
it too technical. If you make a man a doctor, he says, he 
wants to prescribe something for somebody; if you make 
a man a lawyer, he wants to sue somebody; make a man a 
boxer and he wants to lick somebody, and so on. Of course, 
there is something in that, but, on the other hand, if you 
want to sue somebody, you want a lawyer and not a barber; 
if you need something prescribed for your health, you want 
a doctor and not a blacksmith to prescribe it; and, if you 
have to fight with your fists, a knowledge of boxing does 
not come amiss. The whole doctrine of preparedness is 
involved in this last example. 

The idea of those who advocate more serious education 
and preparation for those who make traffic their business 
is not that they shall become more technical, but, rather, so 
far as technicality is concerned, that they shall merely be 
better able to deal with such matters as are necessarily 
technical and that must be dealt with. Aside from this, the 
man who would serve his employer efficiently, make of 
himself a man who is able to earn a good salary, and con- 
tribute anything to the public service in the solution of 
important transportation problems, must know something 
of his business outside of the mere routine necessary to 
convince his employer, who knows little of the business, 
that he has hired a traffic man. This applies to the industrial 
side especially. It applies in principle also to the railroad 
side. Everybody who knows anything about the situation 
knows that there are hundreds of industrial traffic men— 
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at least men bearing that titlke—whose knowledge of traffic 
is pitiful; everybody knows also that railroad freight offices 
are full of men who know nothing about transportation but 
the routine of their particular jobs and who never will know 
anything about it outside of what they may gain by the 
process of absorption, unless they take the profession 
seriously and try to rise in it by learning something about it. 
Exceptions do not disprove this rule. One may point to a 
railroad president who never had any of what we might call 
modern transportation education, but that only proves that 
you can’t keep a good man down. He got his education 
somewhere or he didn’t get it. If he got it it doesn’t matter 
where or how he got it, but the fact that he got it without 
apparent effort doesn’t mean that he did not exert that 
effort and that his education might not have been a lot 
more quickly and easily achieved if he had had the advan- 
tage of advanced methods. If he didn’t get it he proves a 


fizzle—and there have even been railroad presidents that 
were fizzles. 


What the traffic man who would grow in his pro- 
fession and make his efforts worth while to himself, his 
employer, and the public, needs is education in fundamentals 
—the history, the theory, and, to the extent that is possible 
academically, the practice of transportation. He can get 
this, if he is of that turn of mind, without going to school, 
but, no matter how serious may be his intent or how studious 
his habit, it is difficult to get it without competent instruc- 
tion. Besides, many who might be good men in their lines, 
if their groundwork had been of the right sort, make fail- 
ures of their life work merely because the necessity for 
accumulating knowledge never occurs to them. How many 
of us would even know how to read and write if our parents 
had not forced us to go to school when we were children? 
We got the knowledge then in the easiest and simplest way. 
Only the very exceptional person gets such knowledge by 
his own conscious efforts in after life if to him have been 
denied the benefits of education in youth. 


The same principles apply to transportation as to any 
other business that might be called a specialty. Funda- 
mental education, if not a necessity, is certainly a help. 
It is so recognized, for instance, in some of the professions 
from which Mr. Huber invokes the Lord’s protection for 
industry if they set out on the mission of turning out ex- 
perts. The colleges should, and some of them do, offer 
opportunities for those who desire to master those funda- 
mentals before they begin the routine work that exhausts 
their energies and makes them more or less unfit for study, 
even if they know where and how to study. The corre- 
spondence schools are also offering such opportunities Some 
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of them and some of the colleges may not be doing this work 
in the best possible way. If not, that is a fault of the 
method and not of the theory. 

Mr. Huber says he prefers the “every-day, common, 
garden variety” of business man, which, we suppose, means 
the business man without special education or preparation. 
The world is full of him and sometimes he makes a lot of 
money for himself. Quite often, however, he is a failure. 
But even if he is successful in making money he might be 
more successful if he knew more and there would be more 
successful business men if there were more men with proper 
education in the fundamentals of their business. And, 
certainly, aside from the question of money-making by 
individuals, business would be done with considerable more 
intelligence, the government would be administered more 
wisely, and the public would be better served, if there were 
more men who knew something outside of the routine 
methods of their own particular businesses. To educate a 
man is not to make him technical unless his business is 
necessarily technical. It is, rather, to make him broad. 
That is the very purpose of education. An educated traffic 
man, for instance, is not one who thinks he is a traffic man 
because he can read a freight tariff or because he knows 
the rates on the particular commodity in which he is in- 
terested from to and from every point in which he is in- 
terested. 

With respect to Mr. Huber’s point concerning traffic 
men becoming too technical with education, we venture the 
remark, by way of illustration, that a man who was educated 
in the use of the English language, for instance, and with 
about the same rate knowledge as those who write the 
freight tariffs, could and would write them without taking 
from them any of their value, in a technical sense, and yet 
in such language that they could be understood by anyone. 

On the other hand, the “dignity” of the traffic pro- 
fession cannot be raised merely by forming an organization 
of traffic men and declaring that they are experts. They 
must raise themselves by becoming learned in their pro- 
fession. The need and the opportunity are present. 


GOOD WILL AND VALUATION 


The N. C. and St. L., at a hearing before the Com- 
mission on the subject of its valuation, requested allowance 
for good will as a going concern, including employe good 
will, and asked that it be capitalized at ten per cent of the 
tangible value of the physical operating properties. Counsel 
for the railroad explained this claim to the Metropolitan 
Policyholders Service Bureau, because he had noticed that 
bureau’s publications on the subject of personnel relations 
on the railroads, and asked whether the bureau would 
support the position of the railroad with respect to capital 
value of employe good will. This the bureau did, it says, 
because the insurance company was witnessing a remark- 
able growth on the part of American business to reduce 
losses accruing from poorly adjusted employe relations, with 
a resulting recognition of the value of stable and cooperative 
work forces. 

An officer of the insurance company testified before the 
Valuation Section of the Commission to the effect that good 
industrial relations between an employer and his employes, 
as evidenced by “low rate of turnover, length of service and 
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employe zeal.” reflected a condition which numerous well- 
managed enterprises sought to achieve by diverse activities, 
involving expenditures of funds, such as employment and 
personnel departments, profit sharing, pension and insurance 
plans, and, therefore, ‘were of obvious advantage to the 
railway, not only in reducing operating expenses, but in 
promoting good public relations, maintaining a steady 
supply of labor, and thus contributing to the permanent 
success of the business. 

On cross examination the point was made that, what- 
ever benefits the railroad obtained from its contented family 
of employes were shown in costs and, therefore, reflected 
in earnings. Thus, it was argued, the claim for inclusion 
in the official value of the property of any items for this 
intangible asset was not permissible. 

Referring to this, the bureau says: 


The question seems to us to be broader than that. A railway 
is not merely a matter of rails, roadbed and equipment. It is 
also an organization and a reputation. Without organization and 
reputation the rails and roadbed are junk and real estate merely. 
The most difficult element to supply for any business is an effective 
organization. It is not uncommon outside the field of railway 
valuation for business to place a definite value on good-will con- 
sisting of reputation, ability of partners and like intangibles. No 
public company has avowedly capitalized its good industrial rela- 
tions, except to a limited degree as by selling stock at pegged 
prices to employes. 

The questions raised in the claim of the N. C. & St. L. are 
interesting, and may be of far-reaching importance. The decision 
of the Commission is awaited with keen interest. 


TRANSPORTATION EDUCATION . 


Editor The Traffic World: 

The writer is also thoroughly impressed with your articles 
on transportation education, but is somewhat in the dark as to 
the direction to be taken. We hear so much of the profession 
of traffic management and the placing of it on a par with the 
professions of law and medicine that we ask if this means 
that when the profession of traffic will have been so raised, we 
country doctors of traffic must take post-graduate courses and 
become specialists in demurrage cases, chiropractors handling 
class rate adjustments, surgeons cutting out in transit delays, 
councilors on how to route, Rule 41 specialists, experts on ex- 
terior packages or interior packing, etc. Lord help industry if 
the purchasing agent, the sales manager, the employment man- 
ager, the cost department, the production department, etc., set 
out on a similar mission. 

As fast as industrial traffic management steps up in tech- 
nique, just so fast must railroad traffic management step up in 
its technique; or, just reverse the order, as fast as railroad 
traffic management increases in technicality just so fast must 
industrial traffic management increase in its deciphering ability 
—take it either, way, it does not make much difference. We 
are both bound in the opposite direction from what “the man 
of ordinary intelligence can understand.” Make a man a doctor 
and he wants to prescribe something for somebody; make him 
a boxer, and he wants to lick somebody; make him a lawyer, and 
he wants to sue somebody; make him too much of a traffic ex- 
pert, and he wants to write new rules and new things into the 
tariffs, or have them written in, He is also inclined to have 
a case before the Commission, or to force someone to take a 
case before the Commission. I cast no reflection whatsoever 
on our traffic attorneys and councilors, because there are a 
great many things that will continue to be worked out before 
the Commission and which must necessarily go to that body; 
but let’s not all become lawyers or doctors. 

Rather, I think the traffic manager should fit himself into 
his organization as a plain, every-day, common, garden variety 
business man. He will find plenty of ways of doing it. If he 
has a problem with the carrier—be it a rate problem, transporta- 
tion problem, packing problem, or what not—let him put it be- 
fore the carriers in a fair and square business way, based on 
what is right and reasonable, and he will soon find a disposition 
on the part of the carriers to deal with the problem in a like 
manner, The words, “how,” “when,” and “where,” and the in- 
telligent facts, will stand him in better stead and do everyone 
much more good than “per se, retroactive, reparation-Jones vs. 
Black Cat R. R., etc.” 

In short, do we want to keep on raising the dignity of the 
whole works upward so that we soon won’t be able to under- 
stand each other? (Our bosses cannot understand us now.) If 
we do, let’s have the tariffs printed in Hebrew, ancient Greek, 
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or Gaelic, and we will become linguists in addition to experts; 
or do we want to help fix things so that our Uncle Hen back on 
the farm will not have to consult a traffic expert (salary $5,000 


to $15,000 a year) if he wants to ship a thoroughbred cow to 
the county fair? 


H. G. Huber, Traffic Manager, 


The Owens Bottle Company. 
Toledo, O., June 26, 1925. 


TAXES PAID BY RAILROADS 


Taxes paid in 1924 by the Class I railroads to the federal 
and state governments were the greatest for any year in history, 
amounting to $340,342,067, according to the Bureau of Railway 
Economics, which says: 


This was an increase of $8,426,608 or 2.5 per cent over the amount 
paid in 1923. The average daily tax bill of the railroads in 1924 
amounted to $929,896. Out of each hundred dollars of operating rev- 
enue obtained by the railroads in that year $5.80 went for tax 
purposes. In 1923, the average amount of taxes paid each day 
amounted to $909,357, while of each hundred dollars of operating 
revenue, $4.40 was expended for taxes. 

Taxes paid by the railroads in 1924 were an increase of 187 per 
cent over the amount paid in 1913 and an increase of 25 per cent over 
1920. The tax bill of the railroads in the last year exceeded by nearly 
ten per cent the dividends paid by the carriers to stockholders. 

An interesting fact in connection with the amount of money 
paid for taxes by the carriers in 1924 is that while expenditures made 
by them for federal taxes showed a slight decrease under 1923, the 
amount paid to the various states showed an increase. Of the total 
amount paid, nearly 80 per cent or $265,945,732 went to the various 
state governments. Railroad taxes in 35 of the states, principally 
states where the greatest railroad mileage is to be found, showed an 
increase of more than 7 per cent compared with the preceding year. 
In only 13 of the 48 states, was there any decrease in railroad taxes 
reported. 

On the other hand, about 20 per cent of the total tax bill of the 
railroads or $73,367,510 was paid by the carriers to the federal govern- 
ment. This was a decrease of $3,700,000 or nearly 5 per cent com- 
pared with the taxes paid by the railroads to the same source in 1923. 

New York State ranked first in the amount of taxes received from 
the railroads, the rail carriers in that state paying $22,102,534. Illinois 
ranked second with $20,043,496; Ohio third with $18,723,966; New 
Jersey fourth with $16,946,127; California fifth with $12,854,397; In- 
diana sixth with $11,867,979 and Pennsylvania seventh with $10,884,197. 


The following table shows the taxes paid to each of the 
states and to the federal government: 


CLASS I ROADS—CALENDAR YEARS 1923 AND 1924 


(Excludes returns of nonoperating subsidiaries) 


Amount 

State 1924 1923 
SEN ) uigevtinabgudssenenueesecueueeuiates $ 2,599,991 $ 2,463,790 
INA ch & eicsnl eed ti nkeraleninGak elie eakasiualaleBlaw iss 1,900,648 2,116,349 
IED. ol eas Gio or) ss ral wi nian eacanesincereianan ow ierecacthaneri'ocaus 2,950,463 2,658,359 
NE ok oes srr o\ wiasahoral Atlee Gigi orar ele x OioierksGo.8 5 wie ors 12,854,397 12,457,387 
EL, Sivan etencieedeeremercwld’etotawews sauduete 3,497,233 3,526,956 
LET OT nee 1,957,390 2,061,786 
ING obtain wicrunscd Verne cecseGe teskedaibawanwie 176,697 177,396 
I al asta cores dhe be Baie wet orale eisro urs mo ee ark e. 8,221,829 2,812,000 
EY. Soins acai nce ececmgreilintalacere ole eiedeeieteletie vo ew ole 2,874,220 2,803,313 
EN, Shiela Ghd daslad.oneine aciedeweemdik odanoeb cule 2,771,660 2,887,464 
Cds <0 wien: Siccaela kd hapaciieabhdvaecaoureinnnae 20,043,496 18,304,390 
EEE. edinida Aa s:4o Ceca wadiaaciéeaieecans weve ones 11,867,979 11,500,539 
aca arab adie ds wececer ious nies abd o16io wee ww es Wale walle 6,819,920 6,767,561 
OR. clan cRadaetinasave ne talnewes Ciewtodusie 9,004,033 7,205,747 
NE: cicoacurk iain apie niptbendsu wo bares eladlele Sila we 3,831,996 3,148,911 
IS et witeiecie nike cmouieae 44 cciu ceelnee oe exo 4,378,346 4,292,014 
ene Gia a cacis oesdisiotceoavecsineedivcceens 2,080,230 2.059,72% 
EE 8.6.2. Se: ie cnccncgadennid eemimaoaawbrosnet 2,199,561 2,213,162 
OND | ocinuln.b0Ge-nalonerensdaneesee&eunice 3,809,248 3,684,252 
EE, rg. ah acose cigeriidin owe ticibieiweacr weiioelewine 7,951,442 6,862,458 
Sh ERIE ANE A IES SARE ES EE A AER 7,593,364 8,514,148 
NINE, SU bia. n voihcide tad woeunice wedebeesbens 4,337,709 3,975,721 
NEES: Carers Gitte: Gv cal nbdbie- oie 6 psodhatorais ota la SatwAldlecns 3,467,708 3,191,020 
EEE a EN nD NON 4,833,008 4,679,694 
SE. aioe occ uae ebatcaaeue hoo wecla oa owun 4,495,941 4,901,858 
EE Raabe diocd ccacewevinakeccavaucunneteeeet 1,691,211 1,689,956 
NINO: i ciiisiseclarcnabeaioedcelaciae coins 991,373 997,139 
I (i 6ta 3, < ars-aepre dc dase.¢- manksdieperne avis anelens 16,946,127 15,302,397 
i Fa arly axaratds x ak Gone Ni widkoiat a alana Pata _ 2,077,614 1,947,330 
ns ER RS OPS AE 2 22,102,534 20,741,047 
EINE, Sic c.00 sees deere beeen vies ews 4,135,159 3,989,734 
Raa. sicieid ud Hooudie- ome sore ods + ade ences 4,284,865 3,926,957 
RE a aith 6: 6. + <nieaini Gare a ecaishele enh aide Va Seoeharen 18,723,966 19,159,346 
I, onan, 4S ce ras era ee alas vida greene aie eee 5,782,375 5,803,406 
| CCR SSR Ree pee ier pee yea Vee is Opie ay 2,589,422 2,410,457 
Se te rere 10,884,197 10,685,955 
IS oo ore. wieauive Gigi eadeiae eis euler naiere ne aaiw at 595,865 590,967 
oa ig sn wee opie cor mn aracwlermeieaine oPs 2,442,908 2,082,796 
TIED. 6 irae bc aesccane wc beGe codes oe ecees 2,722,451 2,449,046 
It Ste ie LS d Ue oc Sandlemiela eecweers 2,883,261 2,903,237 
EE FU eaMeaard snily. cnigeieiareieMad eee’ a meciaiieanmied 6,280,197 5,915,434 
EAR Wai de ore Gia ida ali’ otras ated wa # Stte-Ais, oa cgslicaovs 2,062,078 1,949,660 
SE GE EE ESE ee eR Oe See ae BST ee 405,991 419,237 
- SS ie -Sialquclip eldhara dese didneuewaney arate 5,392,997 4,965,102 
SEE eee ee ee eee 6,837,756 6,489,098 
PL, 5 5k Shae rel wi Al Quanesitovioia wie bai Sial esas 5,528,762 5,225,308 
EY SC wila aire wilCocins ucasceedia eae oe oberon sue 7,371,921 7,275,204 
EE. ke RE GEES Wie swab ee bo acne weohwes eee 1,694,193 1,597,377 
Cr rN 6. vbb.e0 tebamosveeesdeus 106,553 106,718 
ON Ee 73,367,510 77,062,824 
I ra bs wen pans ony necaasd Ghlcgcens 922,272 963,663 

ME Siigiecpcidecwsceeece bap cncouas $340,342,067 $331,915,459 


*Represents Canadian, Cuban, and taxes not localized by states. 


Source: Annual reports of the carriers to the Interstate Com- 
merce Commission. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 20 amounted 
to 982,600 cars, a decrease of 4,596 cars, as compared with the 
preceding week, according to the car service division of the Ameri- 
ican Railway Association. The loading represented an increase 
of 79,054 cars, as compared with the corresponding week in 1924, 
and a decrease of 22,382 cars, as compared with the correspond- 
ing week in 1923. 


Loading by districts the week ended June 20 and for the 
corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 6,760 and 7,517; live 
stock, 2,554 and 2,782; coal, 41,810 and 39,196; coke, 1,933 and 1,631; 
forest products, 5,918 and 6,649; ore, 4,710 and 5,492; merchandise, 
L. C. L., 70,768 and 65,312; miscellaneous, 100,006 and 84,699; total, 
1925, 234,459; 1924, 213,278; 1923, 248,197. 

Allegheny district: Grain and grain products, 2,312 and 2,476; 
live stock, 2,038 and 2,359; coal, 39,036 and 39,616; coke, 4,250 and 
3,655; forest products, 3,378 and 3,510; ore, 13,018 and 11,019; mer- 
chandise, L. C. L., 54,816 and 49,815; total, 1925, 201,636; 1924, 187,194; 
1923, 226,027. 

Pocahontas district: Grain and grain products, 207 and 151; live 
stock, 139 and 101; coal, 35,106 and 28,015; coke, 483 and 185; forest 
products, 1,841 and 1,437; ore, 65 and 118; merchandise, L. C. L,, 
7,104 and 6,730; miscellaneous, 4,691 and 4,400; total, 1925, 49,636; 1924, 
41,137; 1923, 39,866. 

Southern district: Grain and grain products, 3,472 and 3,306; live 
stock, 1,709 and 1,956; coal, 19,964 and 15,373; coke, 923 and 712; 
forest products, 23,196 and 20,488; ore, 1,377 and 1,340; merchandise, 
L. C. L., 39,939 and 37,841; miscellaneous, 51,393 and 43,881; total, 1925, 
141,973; 1924, 124,897; 1923, 130,924. 

Northwestern district: Grain and grain products, 9,431 and 9,473; 
live stock, 6,833 and 9,311; coal, 4,464 and 4,709; coke, 1,198 and 
720; forest products, 16,994 and 18,673; ore, 38,455 and 36,143; mer- 
chandise, L. C. L., 33,241 and 30,043; miscellaneous, 39,945 and 35,155; 
total, 1925, 150,561; 1924, 144,227; 1923, 168,081. 

Central Western district: Grain and grain products, 9,312 and 
9,564; live stock, 9,991 and 12,588; coal, 10,005 and 9,964; coke, 252 
and 288; forest products, 12,517 and 10,337; ore, 3,521 and 2,767; mer- 
chandise, L. C. L., 37,223 and 36,406; miscellaneous, 57,114 and 53,- 
644; total, 1925, 139,935; 1924, 135,558; 1923, 136,213. 

Southwestern district: Grain and grain products, 3,791 and 3,959; 
live stock, 2,317 and 2,703; coal, 3,278 and 3,941; coke, 151 and 134; 
forest products, 8,173 and 7,078; ore, 511 and 426; merchandise, L. 
Cc. L., 14,623 and 14,548; miscellaneous, 31,556 and 24,466; total, 1925, 
64,400; 1924; 57,255; 1923, 55,674. 

Total, all roads: Grain and grain products, 35,285 and 36,446; 
live stock, 25,581 and 31,800; coal, 153,663 and 140,814; coke, 9,190 and 
7,325; forest products, 72,017 and 68,172; ore, 61,657 and 57,305; mer- 
chandise, L. C. L., 257,714 and 240,695; miscellaneous, 367,493 and 
320,989; total, 1925, 982,600; 1924, 903,546; 1923, 1,004,982. 


Compared with the preceding week this year, increases in 
the total loading of all commodities were reported in the Alle- 
gheny and Southern districts, while the Eastern, Pocahontas, 
Northwestern, Central Western and Southwestern districts re- 
ported decreases. All districts reported increases over the cor- 
responding period last year, while all reported increases over 
the same week two years ago except the Eastern, Allegheny 
and Northwestern. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1925 1924 1923 

Five weeks in January ...... 4,450,993 4,294,270 4,239,379 
Four weeks in February...... 3,619,326 3,631,819 3,414,809 
Four weeks in March ........ 3,694,916 3,661,922 3,661,552 
Four weeks in April......... 3,721,662 3,498,230 3,764,266 
Five weeks in May..........- 4,854,720 4,473,729 4,876,893 
Week ended June 6th........ 994,874 910,793 1,012,312 
Week ended June 13th........ 987,874 902,592 1,008,838 
Week ended June 20th....... 982,600 903,546 1,004,982 

EOE ake decccwticeadines 23,306,287 22,276,901 22,984,031 


SERVICES AND CARGOES 


“Various new services and unusual cargoes are noted from 
time to time by the Bureau of Research, United States Shipping 
Board, in its quest for statistics of the ocean-borne commerce 
carried on between the United States and other countries of the 
world,” says a statement by the board, continuing as follows: 


Among those recently noted is the trade in raw cotton between 
gulf ports and Murmansk, Russia, which has sprung up since the war, 
starting last year with a few scattering cargoes, and increasing to 
ten full cargoes up to the end of May this year. Another evidence 
of developing Russian trade was the movement of three full cargoes 
of agricultural implements which left New York in three successive 
months this spring for Odessa and Novorossick, one of these ship- 
ments including 2,100 tons of American tractors. A Canadian milling 
company is also recorded as having shipped recently in a _ single 
Russian order some 164,000 tons of flour in thirty-four ships, of which 
twenty-eight left from American ports, twenty-one sailing from New 
York, five from Baltimore, one from Philadelphia, and one from 
Portland, Maine. 

Another shipment of a nature unusual enough to attract atten- 
tion was that of a single consignment of 3,450 tons of dried prunes, 
which left San Francisco during the past winter for Hamburg, Ger- 
many. 

Imports also develop occasional odd cargoes, as for instance 4 
shipment of 3,000 tons of dried eggs recently received in New York 
from China, and a full cargo of hard molasses packed in baskets which 
— in Philadelphia from Java, for use in the manufacture of 
alcohol. 

The whaling industry is frequently referred to as a thing of the 
past, but seven cargoes of whale oil have been received in this 
country during the current year, with probably more to follow. Five 
of these came to New York from the various island groups located 
in the South Atlantic ocean in the vicinity of Cape Horn. The other 


two originated off the west coast of Mexico and were delivered in 
San Francisco and Seattle. 
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Current Topics 
in Washington 


The Dollar Steps Forward.—Ten years ago the Commission 
was rubbing its fingers to get rid of the smart caused by the 
whack the Supreme Court had given its fingers in the tap line 
case. Long memories recalled that fact within the week, when 
the Commission put out its decision in I. and S. No. 2356, in 
which it issued orders it thinks will restore the Natchez route 
to some if not full vigor. In doing so it had to blink the fact 
that one, if not two, of the parties therein are railroads closely 
affiliated with lumber interests, namely, the Bonhomie & Hat- 
tiesburg Southern and the Mississippi Central; also that if they 
were not influenced by lumber interests the job might not have 
been so difficult. The compelling fact in the matter was the 
financial necessity of the Gulf, Mobile & Northern. That Hat- 
tiesburg and Beaumont branch was a losing proposition for it. 
When the Tatum family came along with an offer to buy, the 
testimony indicated, the Gulf, Mobile & Northern regarded the 
offer almost as manna from on high. Why the Tatum family 
desired that losing twenty-seven-mile branch is not definitely 
disclosed in the record, though had one the time to scrutinize 
it minutely he might feel warranted in saying that the Tatum 
lumber people felt that it would#be inimical to their interests 
to have the Mississippi Central dominate that branch of the 
Gulf, Mobile & Northern, the Mississippi Central being regarded 
as influenced in policy, if not admittedly so, by a rival lumber 
interest. The point in the matter is that, while just a decade 
ago the Commission was so sour about industry ownership of 
railroads that it went to the extent of declaring such roads not 
common carriers, in this Natchez route matter it had to recog- 
nize that it could not hold to its ideal of no shipper interest 
in a railroad, without running the risk of again having its views 
checked by the courts. One not skilled in argument would be 
constrained to believe that it was forced, by the necessities of 
the Gulf, Mobile & Northern, to consent to the transfer of a 
part of a railroad, operated without any stain of industrial own- 
ership, to a lumber interest. It had to kick its ideal in the 
shins to the end that it would fall back and make way for the 
triumphant Tatum dollar, the aforesaid dollar being escorted to 
the place of honor by an elderly gentleman wearing a long, 
patriarchal whisker, given, his friends and neighbors aver, to 
earnest work in the church as well as in the sawmill. The next 
step will be, it has been suggested, the granting of divisions to 
tap lines, not in accordance with mileage, but with some regard 
for the financial needs of the particular line and the ability of 
the connecting trunk line, without regard to the financial 
strength of the proprietary interest. That, of course, is in the 
nature of a prophecy, but, broadly speaking, the value of a serv- 
ice is not admittedly affected by the size of the fortune of the 
one performing it. The dollar of a lumberman, invested in a 
common carrier facility, it might be argued, should not be sub- 
jected to hardships not common to all other dollars. 





The Bunco Twins.—On account of the Commission’s seeming 
dificulty in coming to a conclusion as to how to handle the 
application of the western carriers for more revenue, the Hoch- 
Smith thing has been present in the minds of those interested 
in the troubles of the western railroads more than its worth, if 
any, warrants. The more thought it receives, however, the more 
apparent it is believed will become the false pretense character 
of the enactment. There is hardly any dispute about the alle- 
gation that it was-intended to convey to the farmer the idea 
that Congress had ordered some relief for him, but, at the same 
time, had told the Commission not to hurt either the railroads 
or any other class of shippers. But the thought is coming to 
the fore with prominence that, if the Commission undertakes to 
give any real effect to the Hoch-Smith resolution for the help 
of the farmer, it will run into the same court difficulty it en- 
countered when it tried to give effect to the interchangeable 
Mileage ticket legislation—the thing with which Congress un- 
dertook to bunco the traveling men. In other words, the Hoch- 
Smith resolution is just as hollow mockery of the farmer as 
was the interchangeable mileage ticket legislation whereby Con- 
grsss sought to curry favor with the traveling men by telling 
the Commission to do the practically impossible. 





Broad Language Needing Construction.—It may be easy for 
the men having no responsibility, but great curiosity, in the 
Van Sweringen application for a certificate to acquire control 
of the Chesapeake & Ohio to decide the law questions. that have 
been raised, directtly and indirectly, by the objections of attor- 
neys for the Van Sweringens and the cross-examination of the 
interveners in that case. However, it is well understood that 


the men in the Commission who have responsibilty and, possibly, 


only a minimum of curiosity, are having trouble in finding an- 
SWers. 


Collaterally, the meaning of language used in para- 
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graphs 2 and 3 of section 5 is brought into question. It is 
generally believed that the real interest of the intervening mi- 
nority stockholdérs is to obtain a better price for their property 
than has been accepted by the majority of holders. The second 
paragraph authorizes the Commission, whenever it shall be of 
the opinion that the public interest will be served by the acqui- 
sition of one carrier by another, by lease or stock purchase, to 
permit the acquisition, “under such rules and regulations and 
on such terms and conditions as shall be found by the Commis- 
sion to be just and reasonable in the premises.” The third para- 
graph authorizes the Commission, from time to time, to make 
such orders, supplemental to any order under the first or second 
paragraph, as it may deem neccessary or appropriate. It has 
been suggested that the grant of power in the second paragraph 
is as broad as language could make it, even to the extent of 
saying that the acquisition should not be permitted unless or 
until the acquiring carrier paid the minority stockholders as 
much as they thought their stock was worth, not exceeding so 
much; in other words, that Congress had deprived the majority 
of the holders of stock in a company of the right to act for the 
company in the making of terms satisfactory to them. But such 
power would require the Commission to exercise all the powers 
of courts of law and equity, something which few, if any, per- 
sons have ever claimed for a grant to it in any matter. The 
third paragraph, however, it is believed, rather negatives that 
theory. It would be inconceivable that any legislative body, even 
one controlled by the so-called Progressives, would think of say- 
ing the Commission might authorize an acquisition of minority 
stock at a certain figure, for illustration, and then, under an- 
other paragraph of the same section, authorize the Commission 
for “good cause shown,” to supplement its original order to the 
effect that it was now of the opinion that in addition to paying 
the amount per share of stock specified in its original order, 
the acquiring company should add, as boot, one gray goose for 
each share of stock. The language of the third paragraph sug- 
gests the thought that, when Congress used the language in the 
second paragraph about rules and regulations and terms and 
conditions, it meant rules and regulations for the operation of 
the acquired property and terms and conditions relating to the 
performance of service by the unified property, and not terms 
and conditions as between the majority and the minority stock 
interest of the acquired or the acquiring company. The idea of 
the words “terms and conditions” relating to the amount the 
majority of one company shall pay to the majority of another, 
it would seem, would have the minimum of public interest bound 
up in it, if any at all. It is admitted that there is a public 
interest in the maintenance of peace. Therefore, to the end 
that men would not settle their disputes in the natural way, 
courts were set up to adjudicate such disputes. In that way 
the king’s peace would be more easily preserved. But, as be- 
fore indicated, the meaning of the broad language wi]l have to 
be declared by the Commission in the first instance. Later, of 
course, it is suspected, the courts will be called on to pass on 
the soundness of the determination made by the administrative 
body, to which has been committed the power of setting aside 
the anti-trust laws, if and when it is of the opinion that the 
setting aside will result in unifications and consolidations that 
will serve the public better than the disconnected companies, 
held at arm’s length by the aforesaid anti-trust laws. 





New Job for the Pullman Name Genius.—Oil producers in 
the Smackover field, in which there were 16,000,000 barrels in 
pond storage, and over the rates for the transportation of which 
the southwestern lines staged a little fight a year ago, have an 
unusual problem. They do not know what names to give the 
new sands from which they are obtaining oil. The sands lie 
below the ones that produced the first flood. It was in that field 
that deep drilling began paying big returns, though deep drilling 
has been done in practically every field. One well was sunk to 
more than 7,000 feet in West Virginia to make a test of the pro- 
ductivity of the lower sands. The geologists are as much at 
sea as the oil men. They, of course, know geologic names for 
the formations that have produced the oil, but it will not do to 
give a stratum the name of some formation like or similar to it. 
A deep sand that is like the comparatively shallow “Nacatoch” 
is well known down there. That spelling is a third for the word 
that is spelled Natchitoches in Louisiana and Nagadoches in 
Texas, the pronunciations all being Nagatosch. That Iberio- 
Indian name, however, is entitled to at least three ways of spell- 
ing because Ouachita, Washita and Wichita have three forms. 
Any one may take any one of the three, call it the proper way 
and treat the others as variations. The same is true of Alle- 
gheny, Allegany, and the other variations of that Indian name. 
It can be said, however, that not one of the places or regions 
mentioned has yet undergone the fate of Oslo-Christiana-Oslo, 
or St. Petersburg-Petrograd-Leningrad, nor yet the ignominy of 
old Saxony of having its name taken by a kingdom far to the 
south of it and leaving the average Anglo-Saxon so much in 
doubt about the history of his fatherland as to imagine the 
modern Saxons were some near kin of his. The thought is that, 
if the man who has been giving names to Pullman cars cared 
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for a bit of diversion from the routine of his work, he might 
wander down into the Smackover field and try his hand working 
for the oil producers. 





Conservation Sans Public Help.—Governor Pinchot, of Penn- 
sylvania, and other ardent conservationists who have been telling 
the country that in a few years, if the government did not step 
in, there would not be enough timber left in the country to 
supply the village loafer with material for whittling, probably 
are in danger of losing their occupation. Big lumber interests 
appear to be set on seeing to it that they do not run out of 
stumpage. Crossett, Ark., a point that must have fallen under 
the eyes of readers of The Traffic World many times, because 
it has figured in tap line and lumber rate cases, is being written 
up extensively as a sawmill town that will go on forever. That 
is an amazing assertion because, in many instances, sawmill 
towns have been just like oil and gold camp boom towns. They 
have sprung up over night, almost, lived a spectacular and 
boisterous life, and then withered up because all the timber was 
cut out. Crossett, however, is the seat of a lumber company 
that built the town, gave it a name, and likewise built prac- 
tically all the things that make it a model town. It is twenty- 
one years old. It is in the center, economically speaking, of 
300,000 acres of timber, the annual growth of which yields about 
60,000,000 feet of lumber. The company is cutting 75,000,000 
feet, but it is reported as expecting to add enough land to its 
holdings to bring the annual growth to that amount or re- 
duce its annual production. The company that owns the land, 
the sawmill, and many of the buildings in the town, has just 
spent about $2,000,000 for a power plant. It expects to stay 
there cutting lumber for an indefinite period. Other lumber 
companies are doing likewise. In Pennsylvania, the late Rep- 
resentative Wheeler told the writer, years ago, that he was 
cutting over land on which his grandfather and his father had 
been cutting timber and that the annual production of young 
timber was greater than the cut. His view was that Pennsyl- 
vania, twenty years ago, had more merchantable timber within 
her borders than when the forests were denominated virgin. 
He said that that was so because the standing timber was being 
cared for better than when Penn came to his commonwealth 
zand that the really good timber land was in the hands of men 
who knew what to do with it. A. E. H. 


UNCLAIMED FREIGHT NOTICE 


The Traffic World Washington Bureau 


A definition of the issue between the railroads, as repre- 
sented by the demurrage committee of the American Railway 
Association, and the shippers as represented by the demurrage 
committee of the National Industrial Traffic League, as to the 
unclaimed freight rule, took place at a conference June 25, be- 
tween members of those committees in which Director Hardie, 
Director Bartel, and Arja Morgan, the latter chief of the division 
of informal complaints, sat as representatives of the Commis- 
sion. The latter is to arbitrate the matter, the idea being that 
what the Commission holds the reasonable thing to do, the rail- 
roads will do and thereby avoid a formal proceeding. The rule 
is 4(e) of the national demurrage code. 

Among those participating in the conference were C. W. 
Crawford, chairman of the A. R. A. committee; T. Noel Butler, 
cairman of the N. I. T. L. committee; J. F. Chalfont, manager 
of the New York office of the A. R. A.; Mr. Hardin of the south- 
eastern demurrage office; Mr. Porterfield of the Illinois Central; 
Mr. Heath of the Lehigh Valley; Joseph H. Beek, Luther M. 
Walter, R. H. Rhodehouse and W. H. Day, National Industrial 
Traffic League men who have taken an interest in the matter. 


The rule proposed by the American Railway Association was 
as follows: 


Section E. 1. When carload freight is refused at destination, 
this railroad shall, within twenty-four (24) hours after being advised 
of refusal, send notice of such refusal to consignor by wire, when 
known, or, when not known, to the agent at point of shipment, who 
shall be required promptly to notify the consignor, if known. 

hen the agent at destination has, prior to the arrival of the 
car, received from the consignor a request that he be notified if the 
shipment remains on hand awating delivery for five (5) days or more 
from the first 7 a. m. after the day on which the notice of arrival has 
been sent or given, notice to that effect shall be sent by this railroad 
to consignor at the post office address designated by him. When this 


informaton is requested by wire, it may only be sent at consignor’s 
expense. 


The National Industrial Traffic League proposal is as fol- 
ows: 


Section E. 1. When carload freight is refused at destination, this 
railroad shall, within twenty-four (24) hours after being advised of 
refusal, send notice of such refusal to consignor by prepaid wire, when 
known, or when not known, to the agent at point of shipment, who 
shall be required promptly to notify the consignor, if known. 

2. (a) When perishable carload freight remains on hand un- 
claimed (see note) two (2) days from the first 7 a. m. after the day 
on which notice of arrival has been sent or given to consignee or party 
entitled to receive same, notice to that effect shall be sent by wire as 
provided in paragraph 1 of this section. 

2. ‘When other carload freight remains on hand unclaimed 
(see note) five (5) days from the first 7 a. m. after the day on which 
notice of arrival has been sent or given to consignee or party entitled 


‘ as provided in Sections A, B, C 
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to receive same, notice to that effect shall be sent by wire as provided 
in paragraph 1 of this section. 


Note.. When the consignee is not known and/or cannot be located, 
a car shall be cohsidered unclaimed. 

When the consignee is known and/or can be located, a car shall 
not be considered unclaimed if, after notice of arrival has been given 
and D of this rule, one or more of the 
following conditions exists at the expiration of the time allowed in 
paragraphs 2-(a) 2-(b) of this rule: 

On shipments covered by ‘“‘straight’’ bills of lading: 

1. Freight charges have been ae by consignee at destination. 

. Placement has been ordered or delivery demanded in writing 
by consignee. 

. Carrier’s destination agent has received from consignee writ- 
ten notice of intention to accept car. 

On shipments covered by “To Order” bills of lading: 

1. To order bill of lading has been surrendered. 


FRACTION RULE MACHINERY 


J. H. Beek, executive secretary of the Industrial Traffic 
League, in circular No. 779, has advised members as to the 
status of the subject raised by the fact that the new express 
rates ordered by the Commission in No. 13930, the general ex- 
press rate investigation, rendered obsolete the calculators used 
by the express company in arriving at the charges on packages 
under the old rate structure. The subject was mentioned in 
the annual meeting of the League at New York, but it was held 
open because the necessity for providing new calculators rested 
on the express company. On that subject Mr. Beek said: 


We have just received a communication from H. M. Freer, chair- 
man, express and parcel post committee, enclosing a letter addressed 
to him by R. S. Wheeler, assistant traffic manager, American Ex- 
press Company, New York City, reading in part as follows: 


“The new schedule of first and second-class package charges No. 
6, of course, supersedes schedule No. 5, and renders obsolete all of 
the calculating devices which were in use prior to March 1 


“I believe that we are undertaking to procure a new supply 
with the correct charges shown thereon, and of course, we will 
arrange in the new cards to dispose of fractions in accordance with 
classification rule 1 (m), so that you can consider that this ques- 
tion has been effectually disposed of with March 1, 1925.” 


For convenient reference, we are quoting Express Classification 
Rule 1 (m) reference to which is quoted in Mr, Wheeler’s letter. 
It reads as follows: 


“1. (m) Fractions. In computing charges, whenever fractions 
occur, either in the weight of charges, fractions of less than one- 
half will be dropped. Where the fraction is one-half or more the 
next higher whole number must be used. 


‘‘When aggregating under Rule 11, actual fractions in the weights 
of each package must be added together, and if a fraction continues 
in the total aggregated weight, it must be treated as outlined in the 
preceding paragraph.”’ 


RAIL AND WATER RATES ON COTTON 


The Trafic World Washington Bureau 


The Commission has issued an order in No.-13736, New Or- 
leans Joint Traffic Bureau vs. Arcade & Attica et al., requiring 
the carriers to establish, not later than August 10, on not less 
than five days’ notice, joint rail-and-water and rail-water-and-rail 
rates that shall not exceed four cents lower than the present all- 
rail rates from the points in Oklahoma mentioned in the report 
on that case, to the northeastern part of the United States; pro- 
vided, however, that, in complying with the order, the carriers 
shall not be required to establish such rates lower than $1.50 
a hundred. This order is intended to bring into effect rates 
approved in the decision dated December 13, 1924. No order 
was issued at that time, but the carriers received ninety days in 
which to make the rates on the specified basis. They failed to do 
so, hence the order. The limitation of $1.50 does not appear in 
the findings contained in the report. 


The Commission’s order puts life into a case that may be 
regarded as a companion to No. 13418, a case in which 
the Commission ordered the carriers to establish such rates 
from the same territory of origin to the same territory of destina- 
tion on the same commodity, via Galveston. 


While the Commission did not say so, issuance of the order in 
the New Orleans case was regarded as a re-action on the part 
of the Commission to the court victory it won at Fort Worth 
June 9. On that day the federal court for the northern district 
of Texas dismissed a bill brought by the Chicago, Rock Island & 
Pacific and the St. Louis-San Francisco to enjoin the order of the 
Commission in No. 13418, requiring the establishment of such 
rates via the Texas port. 

One of the points made by the carriers was that the order 
required them to short-haul themselves by delivering cotton to 
carriers by water on hauls much shorter than those they would 
have had on the all-rail rates. They asserted that the costs of 
concentration and compression, borne by them when taken out 
of the proposed rail-and-water rates, would leave so little as to 
make the rates obnoxious to the rule that property might not be 
taken without compensation. 

It is understood the Rock Island and the Frisco will appeal 
the dismissal to the Supreme Court of the United States, but at 
the time this was written the status was as hereinbefore indi- 
cated, that is, the bill had been dismissed. 
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WHEAT BRAN RATES 


A finding of unreasonableness and undue prejudice, speci- 
fically limited to the future, has been made in No. 15426, 
Abilene Flour Mills Company et al. vs. Abilene & Southern et al., 
mimeographed, as to the applicable rates on wheat bran, car- 
loads, from points in western and southwestern states, to des- 
tinations in Louisiana, Texas and New Mexico, to the extent that 
they may exceed the rates contemporaneously applicable on 
wheat middlings or shorts, coarse grain and coarse grain prod- 
ucts, from and to the same points. Rates on the basis indicated 
are to be established not later than September 10. 

This report covers a sub-number, Aunt Jemima Mills Co. 
vs. Same, and I. and S. No. 2222, the latter a case created by 
the effort of the Rock Island to bring the rates on wheat bran 
to the higher wheat basis. The formal complaints were based 
on the assertion that wheat bran, seldom shipped as bran, came 
into competition, not with wheat products used by humans, but 
with the coarse grain products or by-products consumed by ani- 
mals. 

The complaints alleged the rates on wheat bran, since Janu- 
ary 7, 1923, had been unreasonable, in excess of those applicable 
under the tariffs, and, as compared with those on wheat shorts 
and so-called coarse grain products, unjustly discriminatory and 
unduly prejudicial. Waiver of outstanding undercharges, repara- 
tion, and reasonable and non-prejudicial rates and basis of rates 
for the future were sought. 

In its report the Commission described bran, the manner of 
its production, and uses. In addition it recited the considerably 
complicated history of rates on grain and grain products as pro- 
duced by the advent of government control, the issuance of 
General Order No. 28, and the more or less painful and cir- 
cuitous efforts on the part of shippers and carriers to return to 
normalcy. It disposed of the contention that rates on “mill 
stuff” and “mill feed’ were applicable to wheat bran by finding 
that the rates on wheat bran, since January 7, 1922, had been 
and were those specifically named on bran, and that the rates 
on mill feed, mill stuff, or animal and poultry feed had not been 
and were not applicable on wheat bran. 

Discussing the subject of bran, shorts, middlings, animal 
feed and the human consumption of wheat bran and disposing 
of the issues, the Commission said: 





Wheat bran and white, gray and red shorts or middlings are 
the only products of wheat after the various grades of flour, in- 
cluding red dog, are removed. Bran and shorts are used prin- 
cipally as stock feed and are sold in competition with the various 
products of corn and other coarse grains that are used as stock 
feed separately, or as ingredients of prepared stock feed. The 
human consumption of shorts or middlings probably exceeds that of 
wheat bran. While it is true that wheat shorts and corn shorts 
are so similar that it would be difficult to apply different rates on 
them, the similarity is no more pronounced than it is between wheat 
bran and corn bran. 

We find that the rates assailéd were not unreasonable in the 
past or that complainants have been damaged by reason of any 
undue prejudice which may have existed, but we do find that for 
the future the rates assailed will be unreasonable and unduly preju- 
dicial to the extent that they may exceed the rates contempora- 
neously applicable on wheat middlings or shorts, coarse grain and 
coarse grain products from and to the same points. We further 


find that respondents in Investigation and Suspension Docket No. 
2222 have not justified the increases therein proposed. 


NATCHEZ ROUTE CASE 


An attempt has been made by the Commission, in I. and S. 
No. 2356, cancellation of rates and routes via Mississippi Central, 
opinion No. 10435, 100 I. C. C. 71-8, to bring order out of the 
chaotic condition that has been prevailing on the Mississippi 
Central, Louisiana & Arkansas, Bonhomie & Hattiesburg South- 
ern; Gulf, Mobile & Northern and their immediate connections, 
on account of the disagreements that have arisen in respect of 
the so-called Natchez route since the sale of the Hattiesburg- 
Beaumont branch of the Gulf, Mobile & Northern to the Tatum 
interests and its erection into the Bonhomie & Hattiesburg South- 
ern. In addition to the suspension docket case, the report covers 
No. 16774, Alabama Public Service Commission et al. vs. Gulf, Mo- 
bile & Northern, and No. 16764, a Commission initiated inquiry into 
the matter of through routes and joint rates, fares and charges 
and the divisions thereof, pertaining to traffic interchanged be- 
tween the Bonhomie & Hattiesburg Southern and its connections. 

The Commission found proposed changes in rates, fares and 
charges over the route, made in connection with the discontinu- 
ance of the Mississippi Central’s operations and trackage ar- 
rangements between Hattiesburg, Miss., and Mobile, Ala., justi- 
fied in certain respects and not justified in others. In connection 
with the two formal docket numbers it prescribed through routes 
and joint rates and divisions on lumber and forest products, 


from specified points in Mississippi to Mobile over the Natchez 
route, effective not later than August 2, the day on which the 
suspension orders are to be vacated and the proceeding on the 
suspension docket are to be discontinued. 

When, by certificate of convenience and necessity, granted 
July 26, 1924, the Gulf, Mobile & Northern and the Bonhomie & 
Hattiesburg Southern were permitted to complete the deal for 
transfer of the Hattiesburg to Beaumont branch of the first 
mentioned, to the company organized by the Tatum family, the 
foundation was laid for disruption of the Natchez route, estab- 
lished in July, 1921. Under that arrangement the Mississippi 
Central would cease operating over the 27 mile branch of the 
Gulf, Mobile & Northern, its part of the so-called Natchez route, 
unless the Mississippi Central and the new owners of the branch 
could agree upon terms. The first report of the Commission on 
the application for the certificate that allowed the branch to be 
elevated to the status of an independent railroad was made in 
90 I. C. C. 448. Upon further hearing in that same finance 
docket, the Commission made another report, 94 I. C. C. 355, under 
date of January 5, 1925, re-expressing the conditions under which 
the Natchez route should be continued. The transfer of the 
branch to the Bonhomie & Hattiesburg Southern, according to the 
report, was completed and the new company began operations 
over the former branch on January 17. 


By that time the ill feeling on account of what had taken 
place had risen to such a point that the declarations made at 
the hearing, to the effect that an agreement could not be made, 
were verified. Due to the failure of the Bonhomie and the 
Mississippi Central to prearrange for dual operations, the Com- 
mission said, the main line became blocked with trains headed in 
opposite directions. Since midnight of January 19, the report 
says, the Mississippi Central has not attempted to operate any 
trains east of its own terminus at Hattiesburg. At the time of 
the hearing, in May, the report says, the Bonhomie and the Gulf, 
Mobile & Northern were hauling carload freight for the account 
of the Mississippi Central without any agreement in respect to 
the compensation therefor. Under the schedules in effect, the 
Commission said, the Mississippi Central technically was offer- 
ing or concurring in transportation, at stated charges, from and 
to points east of Hattiesburg, which it neither reached not served 
by trackage arrangements with its connecting lines. ‘ 

Among the incongruities brought about by the temporary 
disruption, was an instance in which the demands of the Gulf, 
Mobile & Northern and the Bonhomie for divisions,* on lumber 
destined to Mobile, aggregated 3.3 cents per 100 pounds greater 
than the division accruing to the Mississippi Central, that situa- 
tion being one on the by-products of the attempt to equalize 


New Orleans and Mobile on export lumber over the Natchez 
route. 


From many points of view the whole matter seemed ex- 
tremely complicated, one which could be grasped only by great 
familiarity with the geography of the territory from which the 
Natchez route sought to draw traffic, in some instances from the 
interior of the great lumber blanket, first to Mobile and then into 
the big markets of consumption to the northward of the areas of 
production. 


Commissioners McChord, Eastman and McManamy dissented 
from the report, but did not set forth their reasons therefor. 
The general finding of justification, made in respect of many 
things about which there was not much dispute, is subject to the 
following exceptions: 


The Mississippi Central has failed to justify the reasonableness 
of the combination rates which would result from the proposed 
cancellation of its rates on lumber from points on its line to Mobile. 
It proposes a joint rate of 14 cents for the future. The public in- 
terest requires the publication and maintenance of joint rates on 
lumber from points on that line west of Hattiesburg over the B. & 
H. S. and G., M. & N. to Mobile. 

We find that for the future the following rates will be just and 
reasonable on lumber in. carloads to Mobile: From stations on the 
Mississippi Central in Mississippi, Brookhaven to Tallahala, in- 
clusive, but not including Hattiesburg, 13 cents per 100 pounds, and 
ee Brookhaven, to and including Natchez, 14 cents per 100 
pounds. 

An order will be entered in No, 2356 vacating as of August 2, 
1925, the orders of suspension. An order will be entered in Nos. 
16764 and 16774 requiring the Mississippi Central, the B. & H. §&S., 
and the G., M. & N. to establish on short notice, effective on the 
same date, namely, August 2, 1925, and maintain and apply a through 
route and joint rates on lumber, in carloads, of 13 cents per 100 
pounds from stations on the Mississippi Central in Mississippi, 
Brookhaven to Tallahala, inclusive, but not including Hattiesburg, 
and 14 cents from stations west of Brookhaven, to and including 
Natchez, to Mobile. 

We find that for the future just, reasonable, and equitable divi- 
sions of the joint rates above prescribed will be 5.5 cents to the Gulf, 
Mobile & Northern, 2.5 cents to the Bonhomie & Hattiesburg South- 
ern, the remainder, amounting to 5 cents out of the rate of 13 cents 
and 6 cents out of the rate of 14 cents, to the Mississippi Central. An 
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appropriate order in Nos. 16774 and 16764 will be entered fixing 
these divisions for the future. 

Adjustment of divisions on all interstate shipments handled since 
January 19, 1925, until our orders in the proceeding become effec- 
tive, by the B H. S. and the G., M. & N. for account of the 
Mississippi Central by reason of the existing anomalous tariff 
situation herein described, including shipments from and to points 
on other lines which conect with the Mississippi Central, should 
be based upon strict mileage prorates. No order with respect to 
such adjustment of divisions in the past will be entered. 

Our conclusions take into consideration the evidence offered by 
complainants in No. 16774. The record with respect to the rates 
on phosphate, fertilizers, and naval stores outbound from Mobile 
and petroleum inbound is insufficient to warrant specific treatment 
of these commodities. The Natchez route from Mobile over the 
G., M. & N. and the B. & H. S. will be available to shippers from or 
to Mobile, and our conclusion herein will be without prejudice to any 


—!9 in future proceedings with respect to the measure of such 
tates. 


BRICK INCREASES ALLOWED 


The Commission, in a report on I. and S. No. 2349, mimeo- 
graphed, has found justified proposed increased rates on brick 
and clay products from Nashville, Tenn., to Paducah, Ky., ex- 
cept to the extent that the proposed rate on common brick ex- 
ceeds 8.5 cents over the short route. The suspended tariffs are 
to be canceled without prejudice to the filing of new schedules 
conforming with the findings. 

In the schedules suspended in this case the carriers sought 
to correct an error in publication of rates in accordance with 
Brick and Clay Products in the South, 88 I. C. C. 548, and Na- 
tional Paving Brick Manufacturers’ Association vs. Alabama & 
Vicksburg, 68 I. C. C. 218, the error consisting of publications by 
Speiden and Glenn, instead of by only one of them. In Glenn’s 
I, C. C. A-482, a rate of 10.5 cents was published on standard and 
common brick. In Speiden’s I. C. C. No. 841, rates of 7.5 and 9.5 
cents were published on standard and common brick from and 
to the same points. In explanation of their proposal the carriers 
said the rates should have been shown in Glenn’s tariff only. 

Except as to common brick, the proposed rates, the Com- 
mission said, conformed with the basis approved in 88 I. C. C. 
543, supra. After making the finding of limited justification as 
hereinbefore set forth, the Commission said the respondents 
ynight apply a rate of 8.5 cents on common brick between Pa- 
ducah and Nashville, via other routes, if they desired. It said 
their tariffs should also be made to conform with the provisions 
of Tariff Circular 18-A relative to duplication and conflict in 
the publication of rates. 


DEMURRAGE WAS APPLICABLE 


The Commission has dismissed No. 15859, James Johnson, 
receiver, Pingree Sugar Company vs. Oregon Short Line et al., 
mimeographed, finding the demurrage charges assessed for the 
detention, at Whitney, Ida., and Lewiston, Utah, of 42 cars con- 
taining second-hand sugar-making machinery applicable and not 
unreasonable. The complaint alleged they were unreasonable 
and illegal. The cars were held under lading because, as the 
Commission’s report says, of the inability and failure of the 
complainant, his predecessors and successor in interest to pay 
the outstanding charges on shipments prior to the respective 
dates on which the cars were released. 

The fundamental theory of the complainant’s case, the Com- 
mission said, was that if the carrier had demanded prepayment 
at the non-agency station where the first car was loaded, or on 
succeeding shipments, the remaining shipments would not have 
been tendered and demurrage would not have accrued thereon. 
The Commission said that as to that, the record was not con- 
vincing. On the other hand, it said, the record clearly showed 
that the demurrage would not have accrued but for the inability 
and failure of the complainant, his predecessors and successor 
in interest, to pay the outstanding charges. Such failure and 
inability, the Commission said, could not have been reasonably 
anticipated by the carriers and in any event could not be 
ascribed to them. 

The report shows the steps in the matter by the complain- 
ant, the court, the carriers and the various sugar companies 
interested in regard to the demurrage that was accruing, the 
transactions recited taking place between August 13, 1921, and 
July 24, 1922. The complainant contended that the demurrage 
question should have been disposed of on the theory that no 
charges should have been collected because of error on the 
part of a railroad preventing proper tender or delivery. The 
charges were paid under protest. 


SUSPENDED TARIFFS 


In I. and S. No. 2440, the Commission has suspended from 
July 3 until October 31 schedules as published in various tariffs 
of carriers operating in Eastern Trunk Line territory. The sus- 
pended schedules propose to cancel the present commodity rates 
on rock salt, in bulk, subject to carload minimum weight of 
80,000 pounds, from New York state producing points to eastern 
and New England territories, and apply higher rates applicable 
on common salt, with a carload minimum weight of 45,000 
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pounds. The following statement of rates on rock salt, in bulk, 
carloads, from Halite, N. Y., is illustrative: 


To Boston, Mass., present (minimum weight 80,000 lbs.), 24; pro- 
posed (minimum weight 45,000 lbs.), 27. To New York, N. Y., pres- 


ent (minimum weight 80,000 lIbs.), 20; proposed (minimum weight 
45,000 Ibs.), 22.5. 


In I. and S. No. 2441, the Commission has suspended from 
July 6 until November 3 schedules as published in supplement 
No. 19 to Speiden’s tariff I. C. C. No. 835. The suspended sched- 
ules propose to reduce rates on pig iron, carloads, from southern 
producing points to Ohio River crossings and points in Central 
Freight Association and Western Trunk Line territories. The 
following is illustrative: 

From Birmingham, Ala., to Cincinnati, Ohio, present 405, pro- 
posed 369; from Birmingham, Ala., to St. Louis, Mo., present 517, 


proposed 442; from Birmingham, Ala., to Kansas City, Mo., pres- 
ent 745, proposed 620. 


In I. and S. No. 2442, the Commission has suspended from 
June 30 until October 28, 1925, the operation of schedules as 
published in supplement No. 39 to Glenn’s I. C. C. No. A-376. The 
suspended schedules propose to make restrictions in the avail- 
able routes applicable in connection with carload commodity 
rates on lumber and other forest products, carloads, from points 
on the Central of Georgia Railway to destinations in Central 
Freight Association territory. These changes would result in 
the cancellation of various routes via Kenova, W. Va., or Elkhorn 
City, Ky. 

In I. and S. No. 2443, the Commission has suspended from 
July 1 until October 29 schedules as published in supplement 
No. 6 to Jones’ I. C. C. No, 1581. The suspended schedules pro- 
pose a demurrage charge of $1 per day on cars ordered by ship- 
pers for coal or coke loading, or cars under load awaiting billing 
instructions, held in excess of 48 hours, at points on the Ten- 
nessee Railroad. 

In I. and S. No. 2444, the Commission has suspended from 
July 1 and later dates until October 29 certain schedules as 
pubished in various tariffs of carriers operating in Western 
Trunk Line territory. The suspended schedules propose to Can- 
cel the present commodity rates on cheese, in carloads, from 
Iowa, Minnesota and Wisconsin producing points to Chicago, IIl., 
Milwaukee, Wis., and other Illinois and Wisconsin points and 
apply in lieu thereof higher class rates. The following state- 
ment of present and proposed rates is illustrative: 


To Chicago, Ill., from Oshkosh, Wis., present 3844, proposed 44%; 
Madison, Wis., present 30, proposed 40. To Milwaukee, Wis., from 
Oshkosh, Wis., present 3014, proposed 3614; Madison, Wis., present 
30, proposed 36. 


In I. and S. No. 2445 the Commission has suspended from 
July 1 until October 29 schedules as published in Supplement No. 
6 to The New York, Chicago & St. Louis I. C. C. No. N. K. P. 
4594. The suspended schedules propose to cancel the present 
through commodity rates on anthracite coal, in carloads, from 
Erie, Pa., Buffalo, N. Y., and related points to Sparland, Ill. The 
following statement of rates on anthracite coal, in carloads, from 
Buffalo, N. Y., is illustrative: 


To Sparland, Ill., present 296, proposed 410. 


In I. and S. No. 2446, the Commission has suspended from 
July 1 until October 29 schedules as published in the following 
tariffs: Supplements Nos. 25 and 26 to Agent J. H. Glenn’s I. 
C. C. No. A-425; Supplements Nos. 28 and 29 to Agent J. H. 
Glenn’s I. C. C. No. A-458; Supplement No. 11 to Agent F. L. 
Speiden’s I. C. C. No. 832. 

The suspended schedules propose to increase the rates on 
wagon parts and skeins from Chattanooga, Tenn., to southern 
destinations. The following illustrates: 


From Chattanooga, Tenn., to Charleston, S. C., present 21%, pro- 
posed 51; Hopkinsville, Ky., present 36, proposed 42. 


In I. and S. No. 2447 the Commission has suspended from 
July 1 and later dates until October 29 schedules as published 
in various tariffs of carriers operating in Official Classification 
territory. The suspended schedules propose to increase the 
present commodity rates on iron and steel material known as 
“polt, nail, rivet or wire rods,” other than round, carloads, 
throughout Official Classification territory. The following state- 
ment of rates on rods, other than round, is illustrative: 


From Buffalo, N. Y., to Cleveland, O., present 290, proposed 560; 


Scranton, Pa., present 441, proposed 627; Milldale, Conn., present 5650, 
proposed 739. 


PETITIONS FOR REHEARING, ETC. 

The complainants and interveners in No. 15199 et al., Wash- 
ington Publishers’ Association et al. vs. B. & O. R. R. et al., have 
filed a petition with the Commission asking for rehearing and 
reconsideration. 

The complainants and interveners in Nos. 12479 (and Sub- 
No. 1), American Shipbuilding Company et al. vs. Director-Gen- 
eral et al., have filed a petition with the Commission requesting 
an interpretation or modification of the finding therein. 
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July 4, 1925 


EASTERN CLASS RATE CASE 


The Traffic World Washington Bureau 


Much of C. E. Bell’s testimony in the eastern class rate 
hearing was in answer to questions propounded by the 
Commission and in refutation of the claims or implications 
of the testimony submitted by the trunk line railroads. 
Among the implications, if not direct claims made in behalf 
of the railroads, as Mr. Bell understood their testimony, was 
that trunk line territory was entitled to a higher level of 
rates than C. F. A. on account of lack of traffic density of the 
trunk lines. Mr. Bell submitted figures.to show that the traffic 
density ratio, excluding the light traffic density lines in northern 
Michigan, was as 3.5 to 2.5 in favor of the trunk lines and that 
necessarily a lower class level instead of a higher level was 
indicated by such figures. As to net operating income per mile 
of road, Mr. Bell’s figures showed a net for the trunk lines 60 
per cent greater than the C. F. A. lines, those figures also being 
based on the figures produced by excluding the thin revenue 
lines in Michigan. In addition to the studies on that subject 
Mr. Bell submitted tonnage figures, which he claimed by every 
test known to traffic men, showed that the trunk lines were in 
no such need of revenue as implied by the studies submitted in 
their behalf. 

More than 100 working sheets were used, he said, in pro- 
ducing the one sheet of tonnage statistics identified as exhibit 
No. 248. It was said to be probably the most detailed tonnage 
study ever made and submitted for the consideraton of the Com- 
mission in connection with class traffic. Most of the elaborate ton- 
nage studies that have been submitted to the Commission per- 
tain to heavy-loading freight moving on commodity rates, such 
as ore, coal, or articles of iron and steel. 

What was regarded as a definite proposal by Mr. Bell, 
although it was designated by the author as merely one of 
several class rate scale and percentage relationship studies, was 
submitted by him the second day of his occupancy of the witness 
stand. It was one of six plans embodied in a new book of ex- 
hibits placed in the record that day. It contains a monumental 
mass of figures. As understood by those listening to the 
testimony it would abrogate the Disque relationships, except on 
second class. In addition it would constitute R25 and R26 as 
regular classes instead of “split” classes hinging on second and 
third classes respectively. According to the author it would 
afford a more logical relationship throughout than the Disque 
relationship or the relationship in the plan proposed by Vice- 
President Maxwell, of the Wabash. The latter disagreed with his 
trunk line colleagues and presented a plan of his own, which 
was taken as a defense of the Disque settlement in C. F. A., al- 
though differing somewhat with the Disque scheme. A further 
claim in respect to the plan was that it would make fourth class 
more of a carload class more nearly related to fifth, admittedly 
a carload class, than to third, which My. Bell said was pre- 
eminently a less than carload class. It was claimed that the 
scheme would afford a more flexible relationship for refinements 
in the Official Classification and afford a basis for the revision of 
rates within Trunk Line territory and between Trunk Line and 
C. F. A. territories without viclent advances in the higher classes 
to protect the revenue derived from fifth and sixth, things which 
shippers generally believe make the proposal of the trunk lines, 
to advance the first class rate between New York and Chicago 
from $1.42 to $1.61, wholly obnoxious. 


In illustration of his studies he submitted further studies 
showing the present rates between New York and Chicago; the 
rates proposed by the carriers between those points; rates result- 
ing from the various class relationship plans shown by him in 
a section of this exhibit when applied to first-class rates of 
$1.42, $1.45, $1.47 and $1.50 between New York and Chicago; the 
amounts the carriers’ proposed rates between New York and 
Chicago were higher or lower than the present rates; and the 
amounts the rates constructed on the basis of one of the plans 
were higher or lower than the present rates. 

Mr. Bell also submitted a series of tables based on the 
theory that the rate between New York and Pittsburgh was of 
great, if not controlling weight. That section of the exhibit was 
intended to show the present rates between New York and Pitts- 
burgh; the rates proposed by the carriers between those points; 
the present average Trunk Line rate for 440 miles as shown by 
Exhibit No. 17 submitted by the carriers; the rates between 
Pittsburgh and New York constructed by making the first-class 
rate 60 per cent of first-class rates between Chicago and New 
York of $1.42, $1.45, $1.50 and $1.47, respectively, applying to 
such first-class rates between Pittsburgh and New York the 
various class relationship plans shown in the first section of 
the class relationship exhibit; the amounts that the carriers’ 
Proposed rates between Pittsburgh and New York were higher 
than the present rates between those points, and higher than 
present Trunk Line average rates for 440 miles, the distance 
between those points. 

A suggestion that the eastern shippers who had retained 
C. E. Bell to submit class rate studies will have something 
definite to offer in the way of proposals respecting rates to be 
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established, in lieu of those now in existence, and as counters 
for the proposals of the carriers, was made by Mr. Bell just 
before he left the stand after delivering his testimony in ex- 
planation of the studies he placed before the Commission. Mr. 
Bell said he wished to reserve the right or privilege of sub- 
mitting definite proposals after revenue tests had been con- 
ducted upon such basis of bases as might be selected for that 
purpose. He conveyed the impression that, in his estimation, 
it would be foolish to make definite proposals in respect of a 
scale not based upon any data tending to show what the rates 
based upon such a scale would do to the revenues. 

Reservation of that right was taken as meaning that the 
shippers for whom Messrs. LaRoe and Bell were speaking in 
general and particular terms would not be content with mere 
opposition to what the carriers proposed, but would make 
definite recommenadtions for handling a situation about which 
the carriers admitted themselves hazy, because they did not 
submit definite plans, but labeled what they placed before the 
Commission as suggestions as to how the situation might be 
handled. The shippers for whom Messrs. LaRoe and Bell were 
speaking are among those which would be hardest hit, in figures 
at least, were the scales offered by the carriers used in making 
new rates. Mr. LaRoe, speaking particularly about Syracuse 
shippers, asserted that they were being asked to take on an 
average of 25 per cent increase, exactly the percentage increase 
the Director-General made to meet the extraordinary expenses 
of the war, although the New York Central asserted in this 
case that it was not claiming that it needed any greater revenue. 

Among the claims made by the railroads was that Syracuse, 
Rochester and Albany, to use them as typical points, had rates 
based on the New York-Chicago scale, to which they were not en- 
titled by a consideration of their distances from New York and 
Chicago The claim, however, was not willingly made, but by 
way of defense for the existing rate situation, the contention 
being that competitive conditions had forced the rates in ex- 
istence, the competition being not only that of carriers by rail, 
but carriers by lake, canal and river. 

After laying the foundation for the position of the New 
York up-state communities, Mr. Bell gave way to Josiah D. 
Greene, speaking for the Eastern New York Rate Conference, 
which embraces the Albany situation; F. M. Varah, of the 
Syracuse Chamber of Commerce, speaking for the Central- 
Southern New York Rate Conference; John DeLaney of Syra- 
cuse, representing the American LaFrance Fire Engine inter- 
ests; H. H. Pratt, traffic manager for the Crucible Steel Com- 
pany, and Stephen D. Rice, industrial traffic counselor for ship- 
pers at Syracuse, Solvay, Fulton, Olean, New York City, Roches- 
ter, Utica, Oneonta, Binghamton, Montreal, Malone, Watertown, 
Plattsburgh and Massena. They testified as to the particular 
interest of each shipper at the points mentioned, pointing out 
the effect the proposed revision would have upon the competi- 
tive situation. 

In behalf of Poughkeepsie much testimony was offered by 
Mr. Greene, William R, Corwine and Herbert Buckley, each 
speaking for the Chamber of Commerce. The purport of their 
testimony seemed to be that Poughkeepsie, in effect, would be 
put into New England, in a rate sense, if the suggestions made 
by the trunk lines were converted into effective tariffs, although 
it was on the Hudson, with much water transportation and the 
sponsor for the Poughkeepsie bridge, the intricate history of 
which Mr. Corwine related in considerable detail, pointing out 
that it was a Poughkeepsie enterprise. The city, he said, in- 
vested $300,000 in the enterprise, while citizens bought stocks 
and bonds according to their ability. He wanted to know if the 
policy of the carriers, apparently, in ignoring the bridge as a 
factor favorable to Poughkeepsie was not a wrong one, and, 
therefore, harmful to the city “which this link of easy access 
between the east and west made an accomplished fact?” The 
implication was that the New Haven, as the indirect owner of 
the bridge, was not using it to the advantage of those whose 
money had built it. 


Commissioner Eastman queried the pertinency to the case 
in hand of testimony about transportation by water, on the 
Hudson, but Herbert Buckley, chairman of the transportation 
committee of the Chamber of Commerce, went deeply into that 
point. Ocean vessels, he said, came up to Poughkeepsie, espe- 
cially boats carrying lumber from the Pacific coast. Mr. Buck- 
ley is the secretary of A. C. Dutton Company a lumber company. 
The boats, he pointed out, came into close competition with 
the railroads in the carriage of heavy loading commodities, some 
of which were carried on class rates or on recognized percent- 
ages of class rates. Mr. Dutton did not say so, but he created 
the impression among those who listened to the testimony that 
Poughkeepsie shippers feared that if rail rates were raised, the 
carriers by water would take advantage of the situation to in- 
crease their charges, and that Poughkeepsie shippers, while 
having the advantage of about every kind of water transport 
that could be named, were not anxious to have an increase in 
rates by railroads, which did not move much of the heavy ton- 
nage to that city, that might be used to raise rates by water. 

Northern New York, as typified by Watertown and Ogdens- 
burg, particularly the former, placed before the Commission its 
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objection to the proposals of the carriers, which contained, 
among other things, one that would give it a higher level of 
rates than the basic scale provides. In behalf of Watertown, 
J. M. Carlisle and J. A. Quinlan laid down the proposition, with- 
out qualification, that Watertown should have the benefit of the 
basic scale. B. J. Brooks put in exhibits tending to show that, 
although its mileage to central and southern trunk line and 
other consuming centers was less than Portland and Brunswick, 
Me., it was set down on a higher level of rates than the Maine 
points mentioned. He proposed a group for Watertown that 
would take less than Ogdensburg and Messena and just about 
the same as the Utica group. In his testimony Mr. Quinlan said 
he was authorized to say that Ogdensburg agreed to such an 
adjustment. Mr. Brooks said he had made an examination of 
the rate structure upon which Watertown was placed with a 
view to contrasting it with other points, which were comparable. 

Mr. Quinlan, who was testifying for the Watertown Chamber 
of Commerce, the St. Regis Paper Company and the Northern 
New York Development Company, combated the New York Cen- 
tral’s testimony as to unfavorable operating conditions in that 
part of New York state, insisting that in traffic density and cli- 
matic conditions there was no such difference between Water- 
town and other points in New York state in which it was pro- 
posed to apply the basic scale, as to warrant the application of 
a higher level to Watertown. He contended the climatic con- 
ditions were no more unfavorable than in other parts of the 
country where snow and ice were to be expected as the routine 
of weather in the winter months. As to grades, he suggested 
they were favorable, else the New York Central would not route 
so much of its traffic through that point. He said Watertown 
objected to being penalized for something that did not exist. 

“In other words, you object to holding the bag,” suggested 
Mr. LaRoe, and the witness agreed with that characterization 
of what was proposed. ; 


General testimony was given by Mr. Carlisle, a former mem- 
ber of the New York state commission, for the Watertown Cham- 
ber of Commerce and the Northern New York Development 


Company. He is now an official in the New York highway de- 
partment. 


, An invitation to business to migrate is what F. W. Burton, 
traffic manager of the Rochester Chamber of Commerce, called 
the proposals of the carriers in the course of the presentation o? 
a book of exhibits in which he compared the present and pro 
posed rates based on the groupings as they are now and as the 
groupings would be were the proposals of the carriers adopted 
by the Commission. Rochester, under the guidance of Fayette B. 
Dow as attorney, followed Watertown and other New York 
communities on the witness stand in presenting objections to 
the increases in rates proposed by the carriers as a method for 
getting rid of the fourth section violations in trunk line terri- 
tory and in the inter-territorial rates. He suggested that the 
proposals jwould give money to the carriers that did not need it. 


The exhibits covered about every conceivable rate situation 
with which Rochester, in the course of its business, could have to 
deal. The first part of the book was devoted to showing the 
effect in the rates between Rochester and the groups in Central 
Freight Association territory as they are and as proposed based 
on present groupings and what they would be under the proposed 
rates and groupings. Destinations in other territories were also 
treated in the same way. To illustrate, his exhibit showed that 
to and from the 67 per cent group, Youngstown typical, there 
would be a six per cent increase on the first three classes, seven 
on the fourth and sixth and one per cent on fifth, the latter 
notwithstanding that the general statement has been made that 
fifth class would be left unchanged. To the 78 per cent group, 
Detroit typical, the increases iwould be five per cent in the first, 
third and fourth and six in the second and sixth. The average 
increases, in cents per class, he said, would be 8.8 cents in the 
first; 6.8 in the second; 5.9 in the third; 4.5 in the fourth; .6 in 
the fifth; and 1.7 in the sixth class. The average percentage 
increases he calculated at 9.1 in the first and third; 8.3 in the 
second; 9.4 in fourth; 1.7 in the fifth and 5.4 in sixth. 

Rochester, Mr. Burton said, was fairly well satisfied with 
the present rate adjustment. She was opposed, he added, to 
the use of a mileage scale in Trunk Line territory, but if there 
were to be a mileage scale he thought it should apply inter- 
territorial as well as intra-territorial. 


Cranberries should not be asked to bear any increased rates, 
the Commission was told by Chester M. Chayney, secretary- 
treasurer and assistant general manager of the Cranberry 
Exchange. That is an association of cranberry growers asso- 
ciated in a co-operative organization for the protection of their 
interests and the handling of their crop. 

A. W. Stebbings, Elmira, N. Y., traffic manager for the 
Thatcher Manufacturing Company, maker of glass milk bottles 
in factories located, two in the so-called border territory of New 
York and three in the border territory in West Virginia, opposed 
the revision. He said an enormous expense had been forced 
upon both shippers and carriers by the initiation of this case 
and that the expense probably would be greater than the bene- 
fits. He suggested that there was some false intent on the part 
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of the carriers in presenting their proposals. He said it was 
not necessary to do all the things proposed to eliminate fourth 
section departures. The petition signed on behalf of the ship- 
pers, he also asserted, did not represent the views of shippers 
generally, therefore he suggested dismissal of the proposals 
made by the carriers, enumerating several reasons why the 
Commission should confine the case to the elimination of the 
fourth section departures. 

Another argumentative presentation in behalf of leaving 
things as they were was presented by L. D. Hawkins, speaking 
for copper companies at Rome, N. Y., and the Chamber of Com- 
merce of that city. But, he suggested that if they were to be 
changed, an eight or ten class scale should be used in the 
making of new rates, the added classes being instituted for the 
benefit of heavy-loading so-called low-class commodities. His 
suggestions sounded much like the suggestion made by Vice- 
President Maxwell of the Wabash. The copper companies for 
which he was speaking, he said, were independent of the big 
companies controlling raw materials. They competed with the 
big companies, especially in C. F. A. 

Uniformity in percentage relationships in Official Classifica- 
tion territory, as he saw it, while desirable, was not absolutely 
necessary. Shippers for whom he was speaking, he said, viewed 
with alarm the proposed extension of the Disque and Anderson 
relationships into Trunk Line territory, with their high per- 
centages in the lower classes of the first class rate. Rather 
than that, he suggested a more earnest effort to harmonize the 
structures now in existence. 

As written, his suggestion was for a ten-class scale in which 
the split lettered classes now in use in Official Classification 
would be given numeral designation, with percentages as follows: 
100, 85, 72, 65, 52, 45, 40, 338, 30 and 28. While on the witness 
stand he amended that by inserting a class taking 50 per cent, 
between the fifth and sixth classes, as proposed, and one, taking 
35 per cent, between his seventh and eighth classes, as proposed. 

Niagara frontier views as to the proposals of the carriers 
were presented on July 1. Such progress had been made up to 
that time that arrangements were made on that day for an 
adjournment of the hearings until July 6. Buffalo took the lead 
against the rates that would result from the approval of what 
the carriers had suggested. 

G. C. Lehmann, general manager of the Buffalo Chamber 
of Commerce, made a general statement of the growth, indus- 
trially, of the frontier area, and was followed by Fred M. Ren- 
shaw, the traffic commissioner of the chamber, describing the 
general situation as to grouping and mileage in which Buffalo 
and the whole frontier region were interested. He advocated 
leaving the Buffalo situation as it was because it was an in- 
tegral part of the McGraham system of stating rates. No neces- 
sity, he asserted, existed for the big disturbance proposed to 
cure some ills in Trunk Line territory. 

The witness showed that the average distance from the 
Buffalo group to New York was only 390.7 miles, while the car- 
riers had shown it, in their proposals, as 396. Mr. LaRoe, attor- 
ney for the Buffalo interests, asked, in view of the disparities 
shown in the exhibits of the carriers on that point, that they be 
required to afford accurate information as to distances. 

Objection to rates based on mileage was. voiced by Mr. Ren- 
shaw. The Commission, he said, could do no greater disservice 
to the industries of the country than to put all rates into a 
straight mileage jacket. 

A. G. Hunt, traffic manager for the International Agricul- 
tural Corporation, and W. G. Whitman, traffic manager for the 
American Agricultural Chemical Company, presented the views 
of that part of the chemical industry, at the frontier, engaged 
in the fertilizer business. Mr. Whitman brought in statistics 
as to tonnage and showed that the net increase generally from 
the plants of his company would amount to 18 cents per ton, and 
that the net increase on traffic within 100 miles would amount 
to 37 cents. 

It was Mr. Whitman’s idea that fertilizers constituted one 
commodity that should be taken into consideration in No. 17000, 
the Hoch-Smith inquiry, together with the condition of the fer- 
tilizer industry. The balance sheet of the company for which 
he was speaking, he said, showed a surplus of $18,105,306 in 1920 
and a loss in the four years since then of $37,000,000. Other fer- 
tilizer companies, he asserted, suffered to a similar extent. The 
fertilizer business, he said, was wholly dependent upon agricul- 
ture and, by reason of the “depressed prices and deplorable con- 
ditions of that industry,” the fertilizer companies had suffered 
enormous losses. He said he felt present rates from Buffalo 
were too high and should be reduced, and that commodity rates 
should be applied no higher than the present class rates, until 
the fertilizer rates in Trunk Line territory were revised. 

Testimony supporting the contentions of Buffalo, in a gen- 
eral way, was given by W. G. Clayton, of the Tonawanda 
Chamber of Commerce. Rates on particular commodities or 
communities were treated in the testimony of J. B. Stephens, of 
the Shredded Wheat Company; W. G. Johnson, of the Lockport 
Chamber of Commerce; H. W. Chapman, of the Jamestown 
Chamber of Commerce, and G. D. Eddy, of Welch’s Grape Juice 
Company. 
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THE TRAFFIC WORLD 19 


Transit Services and Privileges 


Tenth of a Series of Twelve Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Transit Privileges Extended to Miscellaneous Agricultural 
Products 


To many various kinds of agricultural products stop-off in 
transit is allowed. It is impossible to publish a comprehensive 
list, for there are great variations in the lists of commodities 
that are permitted to be “stopped-off” on different railroads 
serving various sections of the United States. 

The privileges and services extended to grain, cotton, and 
their respective products have already been discussed. To these 
must be added the transit arrangements that are extended to 
beans, peas, and seeds; vegetable and nut oils, sugar, broom 
corn; fruits; vegetables; coffee; hay and straw; rice; rosin 
and turpentine; and tobacco. This list; while not complete, illus- 
trates the wide range of agricultural products to which are 
extended transit privileges by the carriers. The railroads in 
Central Freight Association extend the stop-off privileges to nearly 
fifty different agricultural products. 


Transit Privileges on Dried Beans, Peas and Seeds 


Carload shipments of dried beans, dried peas, and the follow- 
ing specified kinds of seeds—alfalfa, broom corn, clover, canary, 
cane or sorghum, hemp, Hungarian, millet, mustard, sunflower, 
vetch, timothy, and grass seeds—may be stopped-off in transit, 
under the rules of a typical transit tariff of this kind, so that a 
number of processes may be applied to make the seeds market- 
able. The processes allowed include inspection, weighing, grad- 
ing, cleaning, picking, drying, cracking or splitting, storing and 
reconsigning. 

The invisible loss attendent on the seeds treated in these 
processes must, as in the cases of grain, cotton, and other com- 
modities, be determined, as accurately as possible, by the shipper 
or transit house owner or operator, and proper records and daily 
cancellations made. The loss resulting from the processes must 
be balanced by the transit house operator at least four times 
a year. Adjustments are made by the weighing and inspection 
bureau just as in connection with the other commodities, dis- 
cussed in artciles 5, 6, 7, 8, and 9. 

The rates charged for movements of transit tonnage are the 
through rates from points of origin to final destinations via the 
transit points. To such through rates charges of a few cents a 
hundred pounds are assessed for the transit privilege. A typical 
tariff provides for an additional charge of two cents a hundred 
pounds. The additional charge for the stop-off privilege is 
equally divided if two roads participate in the haul, the in- 
bound and road haul carrier receiving like sums for their respec- 
tive services. If the same railroad is both the inbound and out- 
bound carrier the entire transit fee accrues to that road. 

Shipments’ that consist of mixtures of dried beans, dried 
peas or seeds, in sacks or other packages, or separated from one 
another by bulkheads, may be made at through transit rates if 
representative freight bills of the inbound carriers for like com- 
modities are surrendered in proper proportion for the com- 
modities comprising the outbound shipments. 


Mixtures of transit and non-transit commodities from the 
transit points are rated at the carload transit rates from points 
of origin to final destinations via the transit points for the transit 
portions and at the carload rates from the transit points to des- 
tinations for the non-transit portions. Each shipment is sub- 
Ject to the highest carload minimum weight applying on any 
commodity in the car. 

The time limit usually provided for the completion of any 
or all of the transit privileges is usually twelve months from the 
date of the unloading of the car into the transit house. With the 
expiration of the time limit, the transit privileges cease and the 
full local rates are assessed for movement into and out of the 
transit point.? 

Transit Privileges on Fruits and Vegetables 

At a number of points throughout the United States, located 
between the large sources of production of fruits and vegetables 
and the consuming markets, transit privileges are provided for 
so that carload shipment of fruits and vegetables may be stopped 
off for storage in transit. In the Chicago districts arrangements 
are made for stopping off carload shipments of apples, grapes, 
pears, lemons, onions, and potatoes, as well as certain dairy 
products and dressed poultry. 

Apples, grapes, and pears that have originated at points west 
of Lake Michigan and the Indiana-Illinois state line may be 
Stopped at points on the Indiana Harbor Belt Railroad Company, 





See Rule 60, Freight Tariff 238-B, I. C. C. No. 13878, Central 
Freight Association Tariff Bureau, B. T. Jones, Agent. 
*Ibid, Rule 5. 


under its transit tariff, to be stored. Six and one-half cents a 
hundred is the fee charged for the service in addition to the 
through rates from points of origin to destination.* One year 
from the date of the inbound paid freight bill is allowed for 
storage. 

Lemons that have originated at points in the state of Cali- 
fornia‘ may be stored in transit at the same points for a fee of 
6% cents. 

Onions that have been shipped originally from points of 
origin in California that are named in the Countiss tariff re- 
ferred to above or from points in Colorado, Idaho, Montana, 
Texas, Utah, Wyoming, named in the Countiss 2-R tariff, may be 
stopped off for periods of not more than six months from the 
dates of the inbound billing. Additional transit charges of 3% 
cents a hundred are collected in addition to the through rates.’ 

Shipments of potatoes that have originated at points outside 
the Chicago Switching District®* may be stopped-off on the Indiana 
Harbor Belt Railroad for inspection, sacking, storing, or re- 
handling. No extra charges are assessed for this privilege unless 
the shipments are forwarded into the Chicago switching 
District for delivery on the rails of connecting carriers so that 
back hauls on the I. H. B. R. R. are involved. Such shipments 
pay additional charges of $2.70 a car for such delivery to con- 
necting carriers.’ 


Notations are made by the receiving agents of the carriers, 
on the arrival of the shipments of the storage points, showing 
the names and locations of the warehouses in which the goods 
are placed in storage. The custody and possession of the ship- 
ments while they are stored in transit are of the owners of the 
goods and not of the carriers. Neither the road that hauls the 
goods into or the one that carries the goods from the storage 
in transit point is responsible for any loss or damage while the 
goods are stored. Storage, handling, cartage, insurance, and 
other charges incidental to the storage in transit of goods are 
borne by the shippers or owners and are not absorbed by the 
carriers.® 


Arrangements are also made for the storage in transit of 


- celery and for the milling-in-transit of soya beans and corn 


germs and corn, when the product is gluten feed. The rules 
that govern these services and privileges are practically the 
same as have been discussed previously in connection with 
other storage and milling in transit arrangements. A fee of 
3% cents a hundred pounds is added to the through rates in case 
of storage of celery,® while the milling in transit fee for stopping- 
off shipments of soya beans, corn, or corn germs is fixed by a 
representative tariff at one-half cent a hundred, subject to a min- 
imum charge of $3.60 a car.” 


A time limit of six months is fixed by the tariff referred to 
for the storage of celery (also potatoes and onions), while 
twelve months is allowed for the milling of the soya beans, corn 
germs and corn to be made into glutten feed. In this interval 
of time the soya beans may be milled into ground or unground 
soya bean cake or soya bean meal, the corn germs into corn oil 
meal, and the corn into gluten feed. 


Storage in Transit of Tobacco 


Carload lots of unmanufactured leaf tobacco shipped in hogs- 
heads may be stopped and unloaded into storage warehouses to 
be stored, reconsigned, and subsequently reforwarded to destina- 
tions beyond the transit points. Such shipments may be made’ 
in carload lots of 14,000 pounds or more only, and the tobacco 
subsequently reforwarded must be the identical tobacco orig- 
inally received and stored. The privileges are accorded only 
when the tariffs under which the transit rates are applied permit 
the application of such privileges on leaf tobacco, unmanufac-’ 
tured and in hogsheads, moving under such tariffs. The inbound 
freight bills matched against the outbound shipments must not 
only be representative of the property, as has been described 
previously, but only the identical tobacco, as shown by the num- 
bers on the hogsheads, may be reforwarded from the transit 
points at the legally applicable through rates. 

To the through rates from points of original shipment to 
final destinations in effect at the time the goods are shipped, 


sLocal Freight Tariff, I. H. B. R. R., I. C. C. 691, W. H. Ward, 
G. F. A. Transcontinental. 

4See East Bound Tariff 30 I. C. C. 1134, R. H. Countiss, Agent. 

®°Transcontinental Eastbound Freight Tariff 2-R, I. C. C.’ No. 
1135, R. H. Countiss. 

See Freight Tariff 20-N, I. C. C., No. 66, Agent Lowney. 

™See Rule 40, Note, I. H. B. R. R. Freight Tariff, I. C. C. No. 691. 

8Ibid, Rule 75. 

°A. T. and S. F. Circular No. 2217-0, I. C. C. No. 10007. 

2c, C. C. and St. L. Circular No. 328, I. C. C. No. 8183. 
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small transit charges are added. A typical tariff of this class 
provides for a transit charge of $6.30 per outbound car in addi- 
tion to the through rates provided for in the tariffs legally 
applicable. 

The period of time allowed for the storage and reconsigning 
privileges is usually twelve months from the date on which the 
cars are unloaded into the transit houses. 

Waybills that cover the outbound shipments must describe 
the goods by the numbers shown on the hogsheads, in addition 
to the usual full inbound references and shipping information pro- 
vided for in case of other transit commodities. 


Transt Privileges on Coffee 


Coffee in carload lots may be stopped off in transit and 
unloaded into storage warehouses where the goods may be 
stored, graded, inspected, roasted, ground, sacked, and sub- 
sequently reforwarded to destinations beyond the transit points. 
The period of time allowed for the completion of the transit 
processes on coffee is shorter than the periods customarily 
allowed on other transit commodities. A typical tariff provides 
for a period of ninety days from the date of unloading the cars 
at the transit points.” 

Transit charges are added to the through rates from points 
of origin to final destinations via the transit points. The tariff 
referred to provides for a transit charge of $7.00 a car, to be 
applied on the inbound shipments, for stop-off on the line of the 
Michigan Central at Toledo, Oho. 


Storage and Reconsignment of Sugar 


Shipments of refined sugar in straight or mixed carloads may 
be stopped off in transit, unloaded into public storage or ware- 
houses for storage or reconsigning, and reforwarding to destina- 
tions beyond the transit points. The period of time customarily 
allowed for the transit privilege is six months from the date of 
unloading into the transit houses. 

Sugar, molasses, and syrup may be stopped at Hammond, 
Indiana, on the C. I. and L. Railroad. The transit privilege ex- 
pires six months after the date of the freight bill issued by the 
station agent at the transit point against the original way-bill.“ 
Similar privileges are extended by the same tariff to shipments 
of rice, rosin, and turpentine. 


Storage in Transit of Broom Corn 


At strtegically located transit centers in the middle west, 
arrangements are in effect allowing carload shipments of broom 
corn from the West and Southwest to be stopped off for storage 
in transit at warehouses to await final reforwarding to the broom 
manufacturng centers. A transit charge of 5 cents a hundred 
pounds and a time limit on stop-off of twelve months from the 
date of unloading into the transit tariff are provided for in a 
typical transit tariff governing such arrangements in the Central 
Freight Association Territory. In other respects the rules gov- 
erning the transit privileges are substantially the same as 
the rules governing other transit services. 


Transit Arrangements on Hay and Straw 


Carload shipments of hay and straw, including alfalfa hay, 
may be stopped off, by the terms of a typical tariff, to be baled, 
inspected, weighed, graded, stored and change of ownership, con- 
signee or destination. A transit fee of $3.60 a car is assessed 
against each inbound car. Twelve months from date of unload- 
ing in the transit house is the customary time limit. 


Refining of Vegetable, Nut and Fish Oils in Transit 


A unique transit privilege is extended by a tariff of the 
carriers serving the Chicago district by the provisions of which 
carload shipments of China wood, cocoanut, cottonseed, nut, 
peanut, sesame and soya bean oils, and fish oils, that originate 
at or are imported from abroad through points in the New Eng- 
gland or Trunk Line territories may be shipped to points in the 
Chicago District, as defined in the tariff, to be refined in transit. 
After the refining processes have been applied, the goods may be 
reforwarded to points beyond the transit points to which joint 
through rates, reshipping rates, or proportional rates are in 
effect via the transit points.” 

A refining in transit charge of two cents a hundred pounds 
on the inbound weight is assessed in addition to the through 
rate via the transit point. The fee accrues to the inbound car- 
rier. Any or all switching charges that are incurred in switching 
the cars into or out of refineries that are located off the line 
of the inbound carriers, are added to the through rates and 
transit fees and are borne by the shipper or owner of the goods. 

A time limit of six months is allowed by this transit tariff 
for the refining in transit processes to be completed and the 


2See M. A R. R. Freight Tariff, I. C. C. No. 5422, Rule 
See C. A. Tariff Bureau, Freight ‘ey: No. 290, r é Cc. 1001. 
po 8 can L. Freight Tariff 1181-B, I. C. No. 


%*B. and O. R. R. Local Freight Tariff No. Ete az a & C, 
No. m4 9262. 


F. A. Tariff Bureau, Freight Tariff No. 368-D, I. C. C. 
No. 1560. 
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goods reforwarded. The time is computed from the date of 
unloading the car into the refining plant. 


Refining of Glycerine 


Shipments of crude glycerine in carloads that have orig- 
inated at Chicago, East St. Louis, Milwaukee, or St. Louis, may 
be stopped in transit at Kansas City, Missouri, to be refined in 
transit if destined to points beyond Kansas City to which through 
rates are published via this city plus a transit charge of 2% cents 
a hundred pounds. Owing to the high wastage incidental to the 
elimination of impurities, which is estimated at 25 per cent, the 
transit privilege is applied to not more than 75 per cent of the 
inbound tonnage. The privilege expires one year from the date 
of shipment from the originating point.® 


Storage of Lemons 


Carload lots of lemons that have originated in Transcon- 
tinental Freight Bureau Territory may be stored in transit at 
stations on the Chicago and Alton Railroad if the storage points 
are, with certain exceptions, on the direct lines over which the 
shipments would pass from points of origin to final destinations 
under existing routing instructions. A storage in transit charge 
of 6% cents a hundred pounds is added to the normal through 
rates. The storage privilege expires one year from the date of 
the receipt of the lemons at the storage point. Transfers may be 
made from warehouse to warehouse or from one owner to an- 
other at the transit points and such transfers are recognized by 
the carriers if the shipping documents are properly endorsed.” 


Milling of Blackstrap Molasses 


Arrangements are in effect for the stopping of carload ship- 
ments of blackstrap molasses so that the goods may be milled 
and converted into alcohol, including denatured alcohol, and re- 
shipped in the new forms to final destinations. A typical arrange- 
ment provides that shipments from designated southern originat- 
ing points, including Mobile, New Orleans, and Westwego, Louisi- 
ana, and points on the Texas and Pacific Railway, and trans- 
ported from East St. Louis via the Chicago and Alton Railroad, 
may be stopped at Pekin or Peoria, Illinois, for milling and con- 
version into alcohol. 

A transit charge of 6% cents a hundred pounds is assessed 
if the outward shipments of alcohol are destined to East St. 
Louis, St. Louis, or Kansas City, for the services performed at 
the transit points by the C. & A. Railroad, in addition to the 
normal charge of one-half cent a hundred pounds on the inbound 
shipment. 


The through rates to be applied on the traffic that has transit 


- privileges are the through rates applicable on alcohol, denatured 


or other than denatured, as the case may be, or the lawfully 
published through rates or lowest combinations of rates applic- 
able on molasses (blackstrap or edible, whichever is lower). 
The lowest rates or combinations are used in all cases from the 
points of origin to the final destinations in effect at the time of 
original shipment. The transit privilege, as authorized by the 
tariff here referred to, expires one year from the dates of the 
freight bills covering the inbound movements.” 


Stoppage in Transit to Partly Unload Cars of Deciduous Fruits 


Shipments of deciduous fruits—those that fall at the end of 
the growing period or season—may be stopped in transit at inter- 
mediate points on the direct line of transportation from points 
of origin to ultimate destinations partly to unload the contents 
of the cars. The fruits that have this stop-off privilege include 
apples, apricots, berries, cherries, currants, figs, grapes, guavas, 
loquats, nectarines, olives, peaches, pears, persimmons, plums, 
pomegranates, prunes, and quinces. 

A typical transit service tariff governing the application 
of this stop-off privilege provides that shipments of these fruits 
may be stopped-off on the direct lines to ultimate destinations 
for partial unloading at the through or combination rates in 
effect at the time the shipments left the points of origin, plus 
additional charges of 61%4 cents a hundred pounds. The transit 
fees are computed on the minimum carload weights applicable 
in connection with the through rates or the combination rates. 

~The actual weizht of the shipment is used, if it exceeds the 
minimum. Provision is made in case the minima to be used in 
connection with several combination rates are not the same. 
The additional transit charge, for example, is assessed on the 
minimum carload weight applicable east of the Mississippi River 
crossings, if the rate is constructed on the basis of a combina- 
tion of rates to and from the east Mississppi River crossings, 


Chicago, or other junctions of the eastern carrier issuing the 
tariff with the western lines.” 


ap. R. R., F. D. No. 335, G. O.-I. C. C. No. 13908. 


The stop-off privilege is not extended to shipments con- 
signed “To Order,” “To Order, Notify,” or “To Order, Care of,” 


%See C. and A. R. R. eg No. 26-J, I. C. C. No. 1751, Items. 
See Ibid, Items 80 and 3 


»C, and A. R. R. Taritt No. 26-J, I. C. C. No. A-1751, Items 
160 and 350. 
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and is not applicable at prepay or non-agency stations. The 
stop-off must be made on the tracks of the road-haul carriers 
only, the cars being specifically denied the privilege of being 
switched, at the stop-off points, to the tracks of other carriers 
for partial unloading. Twenty-fou1 hours’ free time is allowed at 
the stop-off points for the completion of the partial unloading. 
After the expiration of this period, demurrage charges, as pro- 
vided for in the effective demurrage tariff, are assessed. 

The carriers assume no responsibility for damage to the 
contents of the cars due to their being stopped or for any dete- 
rioration of the property due to heat or cold on account of 
the car doors being left open at the stop-off points. The users 
of the privilege are charged with the duty of accomplishing the 
partial unloadings without delay. When the bracing in the cars 
has been removed to permit partial unloading, it must be re- 
placed by representatives of the shippers or of the consignees. 
The carriers assume no responsibility for loss or damage result- 
ing from improper bracing. 

Only one stop is permitted on each car and that must be for 
no other purpose than that of unloading a portion of the original 
contents. The substitution of other property for that originally 
loaded or the exchange of contents of the cars in any manner is 
specifically prohibited. 

The agents of the carriers at the stop-off points are required 
to make notations on the way-bills covering the shipments, show- 
ing the date of unloading each car. The carriers assume no 


. responsibility for the amount and kind of property unloaded at 


the stop-off points nor for any shortage that may be claimed at 
final destinations, of the cars that move with seals applied at 
the transit points. 

The cars moving under this privilege are ordinarily carried 
to and from the stop-off points only in trains that are scheduled 
to stop at such points. No responsibility is assumed by the 
carriers when the cars do not move in such trains. 


K. C. SOUTHERN INDICTED 


The District of Columbia federal grand jury has returned an 
indictment charging the Kansas City Southern Railway Com- 
pany with violating paragraph gine, of section 20-A, of the inter- 
state commerce act, requiring carriers to file with the Commis- 
sion certificates of notification within ten days after issuance of 
short term notes. Under section 10, of the act, a penalty of not 
exceeding a fine of $5,000 may be imposed on conviction, 

It is alleged that the Kansas City Southern obtained a loan 
of $1,000,000 last November from the Bankers’ Trust Company, 
of New York City, and gave a note therefor, payable six months 
after date and bearing three and one-half per cent interest. The 
carrier did not file the certificate of notification with the Com- 
mission, it is alleged, until March 17, this year, and, therefore, 
violated the provisions of the act. The case was submitted to 
the district attorney by the Commission’s bureau of inquiry. 

This is the first indictment resulting from alleged violation 
of the provisions of the interstate commerce act relating to issu- 
ance of securities by railroads. 


RATES ON PETROLEUM 


Rates on petroleum from St. Louis group points via Mis- 
sissippi and Ohio river crossings to points in Carolina territory 
are involved in I. and S. 2433, heard by Examiner Smith at Chi- 
cago this week. There were several fourth section applications 
also involved, but, according to the statements made by car- 
riers’ representatives, the infractions of the fourth section are 
now in the process of correction through voluntary efforts of 
the roads. 

L. E. Freer, for the B. & O., and R. B. Hunter, for the Big 
Four, testified that, though they were not representatives of 
rate-making lines in the movements involved, their roads had 
made the proper adjustment so as to leave no violation of the 
fourth section from Lawrenceville, Ill., where the plant of the 
protestant, the Indian Refining Company, is located, to the river 
crossings. 

W. M. Andrews, for the Seaboard Air Line, entered testi- 
mony to show that there were no violations of the fourth section 
as to points of origin. He entered exhibits making comparisons 
of the rates on petroleum and petroleum products with other 
commodities, and exhibits to show the revenue from the traffic. 
He pointed out the circuitous routes over which the carriers 
wanted a rate adjustment to equalize that on the more direct 
routes. 

P, H. Banks, for the Indian Refining Company, testified as 
to the location of the protestant’s plant with relation to the St. 
Louis groups and entered comparisons of rates with the purpose 
of showing disparity between the originating points. He also 
made comparisons of earnings and entered testimony as to the 
reasonableness of the rates. 


MODIFIED PROCEDURE DOCKET 
Suggestion has been made to place No. 17116, Fletcher-Wil- 
son Coffee Co. vs. Louisville & Nashville et al., and No. 17117, 
Hudson & Thompson et al. vs. New Iberia & Northern et al., on 
the modified procedure docket. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


— taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








LOSS OF OR INJURY TO GOODS 
Conversion Defined: 

(Supreme Court of Alabama.) Conversion may consist, not 
only of appropriation of property to one’s own use, but in its 
destruction, or in exercising dominion over it in exclusion of 
owner’s rights.—St. Louis & §. F. Ry. Co. vs. Georgia, F. & A. 
Ry. Co., 104 So. Rep. 33. 

Evidence as to Number and Time Tender of Cars to Carrier for 
Delivery to Plaintiff Sufficient for Jury: 

In trover for coal delivered to defendant carrier for plaintiff, 
evidence of number and contents and time of tender of cars 
held sufficient for jury.—Ibid. 

Testimony as to Routine Manner of Offering Coal to Carrier’s 
Agent for Shipment Held Proper to Show Custom: 

In action against carrier for conversion of coal, testimony 
of cOnsignor as to routine manner of offering coal for shipment 
held proper to show usage and custom as to delivery to carrier 
binding on carrier without actual notice of acceptance.—Ibid. 
Right of Property and Possession Must Concur in Plaintiff: 

To support trover action, right of property, general or spe- 
cial, and possession, or immediate right to possession, must 
concur in plaintiff at time of conversion.—Ibid. 

Common Carrier of Goods Bound to Transport All Goods Prop- 
erly Offered for That Purpose: 

Common carrier of goods is bound to transport all goods 
properly offered for that purpose.—Ibid. 

Carrier, Having Duty to Issue Bill of Lading, Estopped from 
Setting Up Failure to Do So: 

In action against carrier for conversion of cars of coal, for 
which it refused to sign bills of lading, naming plaintiff as con- 
signee because it desired the coal for its own use, where such 
delivery was shown as to place upon carrier the duty of issuing 
bills of lading, carrier held estopped from setting up that bills 
were in fact not issued, thereby, as claimed, defeating plaintiff's 
title-—Ibid. 

Intended Consignee of Coal Converted by Carrier to Have Suf- 
ficient Right of Property and Possession to Support Action: 
Though coal company, after tendering cars of coal and bills 

of lading, naming plaintiff as consignee, which carrier refused to 
sign, acquiesced as matter of necessity in carrier’s acts in taking 
coal for its own use, or diverting it to others, right of property 
and right of possession were sufficiently perfected in plaintiff to 
support action for conversion.—Ibid. 

Punitive Damages Held Allowable Where Taking Was Willful 
and Deliberate: 

In action by purchaser of coal against carrier for conversion, 
where taking was willful and deliberate, and continued over a 
volume of protests, and after knowledge of plaintiff’s need of it, 
punitive damages held allowable.—Ibid. 

Carrier Willfully Taking Coal Not Excused from Liability for 
Punitive Damages on Ground of Prior Right: 

In action by purchaser of coal against carrier for conversion 
which was willful, deliberate, and in utter disregard of plaintiff’s 
rights and needs, carrier, which had contract with same seller 
for coal, held not excused from liability for punitive damages 
by virtue of any priority of rights, especially where it had 
received, not only its own maximum quantity, but in excess 
thereof, and to exclusion of plaintiff—tbid. 

Recital in Receipt for Payment for Conversion of 15 Cars of 
Coal, “per Bills in Full,” Not Conclusive: 

Where carrier admitted liability for conversion of 15 cars 
of coal, but denied it entirely for other cars, recital in receipt 
for payment for 15 cars that it was “per bills in full” held not 
conclusive that both claims were included therein, but question 
could properly be left for jury.—Ibid. 

Damages for Highest Price Between Conversion and Trial: 
Ordinarily, measure of damages in trover is fair market 

value of property at time of conversion, but, if value fluctuates 

after conversion, it may be fixed at highest price between time 
of conversion and trial.—Ibid. 

In Suit Against Carrier for Conversion Refusal of Misleading 
Charge Not Error: 

In action against carrier for conversion® of coal, where de- 
fendant admitted confiscation of 15 cars, instructions referring 
to 12 cars held misleading, and therefore refusal was not error.— 
Ibid. 

Buyer’s Right of Action Against Carrier for Conversion of Coal 
Not Affected Because Seller Subsequently Consigned Coal 
to Another: 

Where carrier refused to-accept coal for transportation to 
buyer, fact that seller under compulsion subsequently billed coal 
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to another did not affect or destroy buyer’s right of action 

against carrier for conversion.—lIbid. 

Damages for Conversion of Goods Consigned to Profitable Mar- 
ket Is Value at Destination, Less Freight: 

Where goods are converted by carrier to profitable market, 
where they would arrive in usual course of things, measure 
of damages for conversion by carrier is value at point of destina- 
tion, less freight.—Ibid. 

Affirmative Charge Properly Refused as to Counts for Conver- 
sion Naming Dates Under videlicet: 

Though counts for conversion naming dates under videlicet 
sought to recover for conversion subsequent to dates shown 
by evidence, affirmative charge was properly refused.—Ibid. 
Initial Carrier Under Negotiable Bill of Lading Liable for Ter- 

minal Carrier’s Delivery of Car Without Surrender of Bill 

of Lading: 

(Supreme Court of Errors of Connecticut.) The initial car- 
rier of an interstate shipment, under negotiable bill of lading, is 
liable for act of terminal carrier in delivering car without 
requiring surrender of bill of lading, and without excuse for 
such failure in violation of the federal Bills of Lading Act (U. S. 
Comp. St. Sec. 8604aaa-8604 W).—Alderman Bros. Co. vs. New 
York, N. H. & H. R. Co., 129 Atl. Rep. 47. 

Carrier, Delivering Shipment Without Production or Surrender 
of Bill of Lading, Liable for Conversion for Consequent Loss 
Resulting to Shipper: 

Carrier delivering interstate shipment without production 
and surrender of order bill of lading, which it is not required to 
do by federal Bills of Lading Act, Sec. 8 (U. S. Comp. St., Sec. 
8604dd), is liable for conversion for consequent loss resulting to 
shipper.—Ibid. 

To Whom Carrier Would Have Been Justified to Deliver Inter- 
state Shipment Under Order Bill of Lading, Stated: 

A carrier of interstate shipment under order bill of lading 
would have been justified under federal Bills of Lading Act, Sec. 
9, (U. S. Comp. St. Sec. 8604e), in delivering shipment to a 
person to whose order the shipment was made, upon his pro- 
duction of bill, or upon the production thereof by one to whom 
the bill had been duly indorsed, or upon the production of the 
bill indorsed in blank.—Ibid. 

“What Indorsee of Negotiable Bill of Lading for Interstate Ship- 
ment Is Required to Prove, in Action Based on Delivery of 
Goods Without Production or Surrender of Bill: 

In action by indorsee of a negotiable bill of lading governing 
interstate shipment against initial carrier for wrongful delivery, 
the indorsee must prove delivery by shipper to carrier, and his 
receipt of order bill of lading, the indorsement and transfer 
thereof to the plaintiff for value, the delivery of the car by 
defendant without requiring the production and surrender of the 
bill, and the consequent damage.—Ibid. 


Incumbent Upon Carrier to Allege and Prove Excuse for Deliv- 
ery of Shipment to Person Without Demanding Production 
or Surrender of Order Bill of Lading: 

A carrier which is sued by indorsee of order bill of lading for 
damages for delivering shipment without requiring production 
and surrender of bill of lading, must allege and assume burden 
of proving lawful excuse for such delivery.—Ibid. 

Party Taking Bill of Lading as Security for Advances to Con- 
signor Named in Bill of Lading, Held Bona Fide Purchaser: 
A company taking bill of lading as security for advances to 

consignor with the understanding that the proceeds of the ship- 

ment were to be applied on consignor’s debt, held bona fide pur- 
chaser, especially where it had no knowledge at time that carrier 


had delivered shipment without production or surrender of bill. 
—Ibid. 


Bill of Lading Not Exhausted or Spent Before Transfer: 

Where shipment covered by interstate order bill of lading was 
delivered without production or surrender of bill, which was 
still held by shipper, who thereafter transferred it to plaintiff, 
the bill of lading was not exhausted or spent at the time of 
the transfer, as its obligation had not been met.—lIbid. 

Carrier Delivering Shipment of Goods Under Order Bill of Lad- 
ing Without Requiring Production or Surrender of Bill, Held 
Guilty of Conversion as Against Bona Fide Indorsee: 
Failure of carrier, in delivering interstate shipment under 

order bill of lading, without production or surrender .of the bill, 

coupled with loss of the goods, constituted a conversion as 
against a bona fide indorsee of the bill.—Ibid. 

Attempt of Bona Fide Indorsee of Order Bill to Secure Pay- 
ment from Person to Whom Carrier Wrongfully Delivered 
Goods Held Not Ratification of Wrongful Delivery: 

Attempt of bona fide indorsee of order bill of lading cover- 
ing interstate shipment to secure payment for shipment from 
person to whom carrier wrongfully delivered goods, without pro- 


duction or surrender of order bill, held not a ratification of the 
wrongful delivery.—Ibid. 


Bill of Lading Issued in Accordance With Carmack Amendment 
Constitutes Entire Contract: 


(Supreme Court of Georgia.) ~ Since the passage of the Car- 
mack amendment to the federal act regulating commerce (U. S. 
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Comp. St. Sec. 8604a, 8604aa), the bill of lading issued in accord. 
ance with that act constitutes the entire contract. St. Louis, 
ete., Ry. Co. vs. Starbird, 243 U. S. 596,597, 37 S. Ct. 462, 61 L. 

Ed. 917; Central of Georgia Railway Co. vs. Yesbik, 146 Ga. 769, 

92 S. E. 527.—Fleshnar. & Adar vs. Southern Ry. Co., 127 S. E. 

Rep., 768. y 

Rights as to Interstate Shipments Depend on Acts of Congress, 
Bill of Lading, and Common Law Principles as Construed and 
Enforced by Federal Courts: 

The effect of an express contract made for the purpose of 
interstate transportation must be determined in the light of the 
federal act to regulate commerce, as amended. Rights and lia- 
bilities in connection therewith depend upon acts of Congress, 
the bill of lading, and common-law principles as construed and 
enforced by the federal courts. “The federal statute supersedes 
the statute of this state (Civil Code, Sec. 2752), in so far as it 
conflicts with the federal statute and applies to interstate ship- 
ments.” Central of Georgia Ry. Co. vs. Yesbik, supra; Southern 
R. Co. vs. Morris, 147 Ga. 729, 95 S. E. 284.—Ibid. 

Carmack and Cummins Amendment Do Not Affect Law Thereto- 
fore Applicable to Connecting or Terminal Carriers: 

The Carmack and Cummins Amendments to the act to regu. 
late Commerce (U. S. Comp. St. Sec. 8592, 8604a, 8604aa), midify 
the common law applicable to the initial carrier, and do not 
undertake to deal with the law theretofore applicable to con- 
necting or terminal carriers. 
Yesbik, and Southern R. Co. vs. Morris, supra.—Ibid. 
“Transportation,” as Regulated by Act to Regulate Commerce, 

Includes Services of Connecting Carrier as Warehouseman 

Before Delivery to Consignee Under Act to Regulate Com. 

merce: 

“Transportation, as regulated by the act to regulate com- 
merce, includes the services of a connecting carrier as ware- 
houseman of the goods after arrival at point of destination and 
before actual delivery to the consignee.’ Southern Railway Co. 
vs. Prescott, 240 U. S. 632, 36 S. Ct. 469, 60 L. Ed. 836.—Ibid. 
Initial Carrier Liable if Goods Lost, Injured, Destroyed, or Con- 

verted by Connecting Carrier as Warehouseman Under 

Facts Rendering Terminal Carrier Liable: 

In an interstate shipment such as indicated in the question 
propounded, the initial carrier is liable if the goods are lost or 
injured, destroyed, or converted by a connecting carrier when 
acting as warehouseman, under such facts as render such ter- 
minal carrier liable.—lIbid. 

Initial Carrier Liable for Negligence of Terminal Carrier in Not 
Notifying Consignees and Consignor of Arrival of Goods and 
Nondelivery: 

(Supreme Court of Georgia.) Initial carrier is liable for 
negligence of terminal carrier in not notifying consignee of 
arrival of goods and consignor of their arrival and nondelivery.— 
Georgia Southern & F. Ry. Co. vs. Tifton Produce Co., 127 S. E. 
Rep. 771. 

Consignor’s Order Instructing Terminal Carrier to Deliver Ship- 
ments to Purchaser Not “Alteration” of or “Addition” to B:II 
of Lading Required to Be Indorsed Thereon: 

Consignor’s order instructing terminal carrier to deliver 
shipments to purchaser was merely authority to deliver goods to 
purchaser, when he should become lawful holder of bill of lading, 
and did not constitute an “alteration” of or “addition” to bill 
of lading, required by bill of lading to be indorsed thereon, and 
signed by initial carrier.—lIbid. 

Lawful Holder of Bills of Lading Entitled to Demand Goods from 
Last Carrier on Payment of Proper Charges and Presenta- 
tion of Bill of Lading: 

Under federal statute regulating interstate carriers, as 
amended by the Carmack and Cummins Amendments (U. S. 
Comp. St. Sec. 8592, 8604a, 8604aa), lawful holder of bill of 
lading would be entitled to demand goods from last carrier on 
payment of all proper charges on presentation of bill of lading 
without any express direction from the consignor.—Ibid. 
Provision in Bill of Lading Restricting Carrier’s Liability Held 

Contrary to Cummins Amendment: 

(Supreme Court of Arkansas.) Provision in bill of lading 
limiting carrier’s liability to value of property at place and 
time of shipment held contrary to Cummins Amendment to In- 
terstate Commerce Act (U. S. Comp. St. Sec. 8592, 8604a).— 
Missouri Pac. R. Co. vs. Alma Cash Store, 271 S. W. Rep. 453. 
Measure of Damages to Interstate Shipments of Perishable Com- 

modities, Stated: 

Measure of damages to interstate shipments of perishable 
commodities is difference in market value at point to which 
shipped at time and in condition -they should have arrived and 
at time and in condition they actually arrived, whether damage 
resulted from delay in furnishing cars or in transit, of from 
failure to properly refrigerate cars.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Instruction That Carrier Was Not Liable for Failure to Furnish 
Car on Account of Strike Unless Shipper Is Notified of Its 
Inability Held Erroneous: 

(Supreme Court of Arkansas.) Where plaintiff made a requi- 
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sition for a car on September 30, to be furnished October 6, for 
shipment of hogs, which was not furnished until November 11, 
due to shortage of cars caused by strike which commenced July 
1 and ended November 15, an instruction that carrier would not 
be relieved of liability for failure to furnish a car on account of 
the strike, unless it notified plaintiff of its jnabilty to furnish the 
car on account of such strike at the time he made the requisi- 
tion, was erroneous.—St. Louis-San Francisco Ry. Co. vs. Watts, 
271 S. W. Rep. 164. 


Carrier May Limit Its Common-Law Liability Except as to Con- 
sequences of Its Own Negligence: 


A carrier may by express contract relieve itself from its 
common-law liability, except as to consequences of its own negli- 
gence.—Ibid. 

Fact That Another Shipper Procured Car After Bribing Con- 
ductor Is Not Proof That Carrier Was Able to Furnish Car 
to Another Shipper: 

It is carrier’s duty to treat all shippers alike, and fact that 
a conductor, after being paid $5, procured a car for a shipper 
without carrier’s knowledge or approval, is not proof that carrier 
was able to furnish another shipper a car.—lIbid. 


Clause in Shipping Contract Exempting for Delays Occasioned | 
by Strikes Held to Notify Shipper That Carrier Would Not 
Be Liable for Delays Caused by Existing Strike: 


A clause in a shipping contract, exempting carrier from lia- 
bility on account of strikes, carries on its face notice to shipper 
that carrier would not be liable for delays in furnishing cars 
caused by a strike which had been in effect three months, and 
exempting clause did not limit liability for delays in furnishing 
cars Which might have occurred in the future.—Ibid. 

Carrier Is Not Relieved Under Contract Exempting It From Lia- 
bility for Delay Caused by a Strike, if by Exercise of Ordi- 
nary Care Car Could Have Been Moved: 

While-a carrier may contract against liability for loss or 
damages to live stock while in transit on account of strikes, it 
cannot contract against its own negligence, and though a strike 
may be in progress, a carrier is not relieved of liability by 
merely showing a strike, and the consequent delay due in part to 
it, if, by exercising ordinary care, it might have moved the car 
from the place of shipment to the place of destination under the 
schedule in force during the strike.—Ibid. 


CARRIAGE OF LIVE STOCK 


Each Special Ground of Motion Must Be Complete in Iteslf: 
(Court of Appeals of Georgia, Division No. 2.) Each special 
ground of motion for new trial must be complete in itself—Hogg 
vs. Louisville & N. R. Co., 127 S. E. Rep. 830. 
Incomplete Special Ground of Motion for New Trial Not Consid- 
ered: ae 
Special ground of motion for new trial, when so incomplete 
as to require reference to the brief of evidence, or to some other 
portion of the record in order to determine what was the alleged 
error, and whether such error was material, will not be con- 
sidered by the reviewing court.—Ibid.. 


Ground of Motion for New Trial, Complaining of Admission of 
Evidence, Without Stating the Particular Evidence and Ob- 
jection, Held Insufficient: 

Ground of moton for new trial, complaining of admission of 
evidence, without stating the particular evidence and objection 
thereto, held insufficient for consideration by Court of Appeals. 
—Ibid. 


Exceptions to Admission of Evidence Should Show What Grounds 
of Objection Were Stated to Trial Judge: 
Exceptions to admission of evidence over objection should 
show what grounds of objection were stated to the trial judge.— 
Ibid. 


Grounds of Motion for New Trial Complaining of Rejection of 
Testimony Need Not Show Grounds on Which Testimony 
Was Excluded, or That Judge Rejected It on Own Motion: 
Grounds of motion for new trial complaining of rejection of 

testimony need not show grounds on which testimony was ex- 

cluded, or that the judge rejected it on his own motion.—Ibid. 


Court Need Not Charge as to Particular Shifts in Burden of 
Proof in Absence of Timely Written Request: 
Court, in absence of timely written request, need not charge 
as to particular shifts in the burden of proof, or of proceedings 
as they may develop under the evidence.—Ibid. 


No Presumption Against Carrier of Live Stock on Consignee’s 
Execution of Written Receipt as “In Good Order,” in Ab- 
sence of Physical Indication of Sickness of Animals at Time 
of Delivery: 


In tort action against common carrier for breach of duty to 
transport and deliver in good condition live stock received by it 
in good order, there is no presumption of law against carrier, 
under Civ. Code 1910, Sec. 2712, where it appears that plaintiff 
consignee, in paying freight and receiving animals, executed 
written receipt therefore as “in good order,” and there was at 
the time no physical evidence of their sickness.—Ibid. 
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Instruction Requiring Consignee Suing Live Stock Carrier to 
Show Sickness or Death of Animals Occasioned by Carrier’s 
Negligence Held Not Erroneous: 

In action for damage to live stock during transportation, in- 
struction that burden was on plaintiff consignee to show that, 
although stock appeared to be in good order when delivered, 
they were not in good order, and that sickness and death of ani- 
mals after delivery was occasioned by negligence of carrier, 
held not erroneous.—Ibid. 

Shipper Suing Carrier for Negligence in Transportation Need 
Not Allege Particular Acts of Negligence: 

In shipper’s action against carrier for failure to transport 
goods safely, shipper need not allege particular acts of negli- 
gence, and specific allegations of negligence may be treated as 
surplusage.— Ibid. " 

Penalty Prescribed by Federal Act Against Confinement of Live 
Stock for More Than Certain Period Recoverable Only by 
United States: j 
Act Cong. June 29, 1906, Sec. 1 (U. S. Comp. St., Sec. 8651), 

prohibiting confinement of live stock by carrier for more than 

28 consecutive hours, without unloading, rest, water and feed, 

except on owner’s request, when period of confinement may be 

extended to 36 hours, prescribes pecuniary penalty for viola- 
tion recoverable only by the United States.—Ibid. 

Federal Acts Held Not to Abrogate Common-Law Duties and 
Liabilities of Carriers as Enforced in State Courts: 

Neither the Hepburn Act, making initial carriers of freight 
responsible, nor Act Cong. June 29, 1906, Sec. 1 (Comp. St. Sec. 
8651), prohibiting confinement of live stock for more than certain 
period abrogates the common-law duties and liabilities of car- 
riers as enforced in the state courts.—Ibid. 

Railroad’s Compliance with Law as to Confinement of Live Stock 
Is Evidential but Not Conclusive as to Performance of Com- 
mon-Law Duties of Feeding, Watering, and Resting: 

In action for damage to live stock during transportation, 
railroad’s compliance with Act Cong. June 29, 1906, Sec. 1 (U.S. 
Comp. St., Sec. 8651), prohibiting confinement of live stock for 
more than 28 consecutive hours, without unloading for rest, 
water, and feeding, is strongly evidential of railroad’s diligent 
performance of its common-law duties of feeding, watering, and 
resting stock, but not conclusive.—Ibid. 

Whether Railroad Performed Its Common-Law Duties of Feeding, 
Watering, and Resting Stock Held for Jury: 

In action for damage to live stock during transportation, 
question of whether railroad failed in performance of its common- 
law duties of feeding, watering, and resting the stock, notwith- 
standing its compliance with Act Cong. June 29, 1906, Sec. 1 
(U. S. Comp. St., Sec. 8651), prohibiting confinement of live stock 
for more than certain period without unloading for rest, water, 
and feed, held for the jury.—Ibid. 


TELEGRAPHS AND TELEPHONES , 


Information Sufficient to Charge Company with Loss from Alter- 
ation or Delay: 

(Court of Appeals of Maryland.) To charge telegraph com- 
pany for loss resulting from its negligence in transmitting 
message, it is unnecessary to apprise it of the details of the 
message, but only to inform it that message relates to a busi- 
ness transaction, and that loss will probably occur from an alter- 
ation or delay in transmission—Western Union Telegraph Co. 
vs. Geo. F. Fish, Inc., 129 Atl. Rep. 14. 

Language Held Notice to Company of Business Character of 

Message and Likelihood of Loss from Alteration: 

Telegram referring to sales, the market and cars. held to 
convey notice to telegraph company that the message related 
to a business transaction, and that loss would likely result from 
changing words “want none” to “want more.’—Ibid. 

Message Held Not “Cipher” or “Obscure” Message as Matter of 

Law Within Exemption from Liability: 

A telegram reading “selling rough at cost four cars Florida 
one California want none present Norfolk kicks prices” * * * 
held not cipher or obscure message, as a matter of law ,within 
rule of company exempting it from liability for an error in such 
messages, as both words mean unintelligible, and do not apply 
to messages the words of which have definite coherence and con- 
nection; a “cipher” being ordinarily a secret or disguised written 
communication, unintelligible to one without a key, and the 
adjective “obscure” when applied to words, statements or mean- 
ings, signifying not perspicuous, not clearly expressed, hard to 
understand.—Ibid. ° 
Whether Dealer Bought on Declining Market by Reason of Tel- 

egraph Company’s Mistake in Altering Word, Held for Jury: 

Whether plaintiff, a dealer in celery, who was the manager 
of his business and bought and approved of purchases, bought 
more celery on a declining market, by reason of telegraph com- 
pany’s mistake in altering the word “none” to “more,” in a tel- 
egram sent him by his employe, held for jury.—Ibid. 

Testimony Held Sufficient to Show Population Requiring Free 

Delivery: 

(Court of Civil Appeals of Texas, San Antonio.) Testimony 
held sufficient to sustain finding that Arlington, Tex., to which 
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telegram was addressed, had population of over 5,000 on January 

9, 1923, so as to require free delivery within one mile-—Western 

Union Telegraph Co. vs. Cowan, 271 S. W. Rep. 650. 

Burden of Ascertaining Whether Addressee of Message Lives 
Within or Without Free Delivery Limits Is on Telegraph 
Company: 

Burden of ascertaining whether addressee of message lives 
within or without free delivery limits is on telegraph company, 
and the fact must be ascertained and demand for extra charge 
made accordingly before the message is accepted by the com- 
pany for delivery.—Ibid. 

That Addressee Lived Beyond Free Delivery Limits Held No 
Excuse for Failure Promptly to Deliver Message, in Absence 
of Demand for Extra Compensation: 

That addressee lived beyond free delivery limits held no 
excuse for telegraph company’s failure promptly to deliver 
message, in absence of demand, either on the sender or the 
addressee, for additional compensation for delivering the mes- 
sage beyond the free delivery limits.—lIbid. 

Refusal to Charge as to Nonconsideration of Humiliation or Dis- 
appointment Arising from Inability to Attend Funeral Held 
Error: 

In action against telegraph company for failure to deliver 
promptly message conveying news of death of plaintiff’s brother, 
refusal to charge jury not to consider evidence of humiliation or 
disappointment arising from inability to attend funeral held 
error.—Ibid. 

Striking Portion of Answer Alleging Ability to Procure Postpone- 
ment of Funeral Following Delayed Message Held Error: 

In action against telegraph company for failure promptly to 
deliver message conveying news of death of plaintiff’s brother, 
striking portion of answer alleging plaintiff’s ability to procure 
postponement of funeral held error, as one threatened with dam- 
age by reason of negligent conduct of another must exercise 


reasonable prudence to avert consequence of such neglect.— 
Ibid. 











Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


ae taken from Reporters and Digests of National Reporter 


ystem, published by West Pulishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIER 


Certificate of Public Convenience and Necessity to Operate Motor 
Transportation Company Is License, Not Transferable, Nor 
Does it Pass by Succession: 

(Supreme Court of Ohio.) A certificate of public convenience 

and necessity, issued by the Public Utilities Commission to a 

“person or persons, firm or firms, copartnership, or voluntary 

association, joint-stock association, company, or corporation” 

to operate “a motor transportation company,” is a license per- 
sonal in its character, and is not transferable, and does not pass 
by succession.—Westhoven et al. vs. Public Utilities Commis- 

sion of Ohio, 147 N. E. Rep. 759. 


Statute Held to Confer on Transportation Companies Actually 
in Operation When Statute Effective Rights no Different 
from Holders of Certificates Who Were Not so Operating; 
Right to Certificate of Public Convenience and Necessity 
Held Not Subject to Succession or Transfer: 

The provision of section 614-87, General Code, relating to 
motor transportation companies actually in operation upon the 
date of the filing of the act in the office of the secretary of state, 
confers upon such motor transportation companies no rights 
different from the rights of holders of certificates who were 
not so operating, except in the manner of obtaining such certi- 
ficate. The right to such certificate is no more the subject of 
succession or transfer than the certificate itself would be.—Ibid. 


Individual’s Operation of Motor Transportation Line Does Not 
Inure to Benefit of Corporation Organized by Him so as to 
Entitle Him to Certificate of Convenience and Necessity on 
Affidavit: 

(Supreme Court of Ohio.) Operation prior to April 28, 1923, 
by an individual does not inure to the benefit of a corporation 
thereafter, or at. that time, organized by him, so as to entitle 
it to a certificate of convenience and necessity, as a matter of 
right upon affidavit—Red Ball Transit Co. vs. Public Utilities 
Commission of Ohio, 147 N. E. Rep. 762. 


Ruling of Public Service Commission, on Matter Outside of Issue 
Presented, Considered as Decision of Moot Question and Not 
Reviewed: 

(Supreme Court of Vermont, Bennington.) In a petition to 
Public Service Commission seeking permission-to operate certain 
motor busses, ruling of Commission, in so far as it may be 
regarded as a holding that it had no jurisdiction over matter of 
time schedules in general, was entirely outside of any issue 
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presented, and is therefore in effect a decision of moot question, 

which will not be reviewed.—In re James, 129 Atl. Rep. 175. 

Commission’s Order Granting Petitioner Permission to Operate 
Motor Busses Implies Finding Favorable to Petitioner as to 
Safe Operation of Busses: 

In petition to Public Service Commission for permission to 
operate certain motor busses over public highway, though Com- 
mission made no express finding on question of whether peti- 
tioner operated his busses in such manner as to afford safety 
and protection to his passengers and to public, where, after full 
hearing it made an order granting permission asked for, such 
order implies a finding on such issue favorable to petitioner. 
—Ibid. 

That Evidence Tends to Establish Disputed Fact Not Sufficient to 
Overturn Finding When Evidence to Contrary Exists: 

That evidence tends strongly to establish a disputed fact 
is not sufficient to overturn finding, when there is evidence fairly 
tending to show contrary.—lIbid. 

Indemnity Required of Bus Operators Is for Benefit of Passengers 
and Not for Competing Carriers: 

The indemnity required by Laws 1923, No. 91, Sec. 5, of 
operators of motor busses over public highways, is for benefit 
of bus passengers, and is not for benefit of, nor does it in any 
way affect right or liability of, another carrier, competing with 
bus owner in transportation of persons for hire.—Ibid. 

State May Regulate Operation of Motor Vehicles on State High- 
ways, Including Those in Interstate Commerce, Until Con- 
gress Acts: 

(Supreme Court of New Hampshire.) Though a state may 
not specially regulate interstate commerce, at least until Con- 
gress has acted, it may prescribe uniform regulations necessary 
for public safety in respect to operation of motor vehicles on 
its highways, including those moving in interstate commerce.— 
In re Opinion of the Justices, 129 Atl. Rep. 117. 

Compulsory Automobile Insurance Bill Held Not in Conflict with 
Interstate Commerce Clause: 

Bill requiring compulsory insurance against liability for 
damages incurred in operation of automobiles on public highways 
held not in excess of power of state as being in conflict with 
interstate commerce clause of federal Constitution.—Ibid. 


Buyers of Merchandise in Transit Agreeing to Pay Freight 

Charges Are Liable to Carrier for Undercharge: 

(Supreme Court of Minnesota.) A common carrier must 
collect the amount of an undercharge on an interstate shipment 
from one legally liable, and under the facts of this case the 
defendants, who bought merchandise then in the course of 
transportation, to be delivered, agreed to pay and paid the 
freight charges as a part of the purchase price, accepted the 
shipment, and an undercharge was made, are liable to the car- 
rier therefor, though they were not named consignees in the bill 
of lading.—Chicago Great Western R. Co. vs. Schmit et al., 203 
N. W. Rep. 618. 


Shipper Held Absolved from Cost of Maintenance of Spur, Be- 
cause of Its Use by Another Industry: 

(Supreme Court of Washington.) In agreement of lumber 
company and railroad for construction of spur track to serve 
sawmill, provision relieving lumber company from paying to 
railroad maintenance costs of spur, if spur were used for benefit 
of industries established thereon, or extension thereof, and not 
owned or operated by lumber company, would relieve lumber 
company in a case where industry was not immediately on or 
next to spur track, as where shingle company situated 200 feet 
from the spur used the spur, transporting its goods at its own 
expense to and from the spur.—N. & M. Lumber Co. vs. Chicago, 
M. & St. P. Ry. Co., 235 Pac. Rep. 794. 

Practical Construction of Contract by Conduct of Parties a 
Matter of Knowledge and Intention and Determined. by Cir- 
cumstances of Particular Case: 

Practical construction of contract by conduct of parties is 
matter of knowledge and intention, and not every act of one of 
parties, indicative of an understanding of the contract in accord- 
ance with claim of other party, will be given effect of a practical 
construction, but effect of particular acts must be determined 
from circumstances surrounding particular case.—lIbid. 
Repayment of Taxes Pursuant to Contract Held Not to Evidence 

Practical Construction Thereof: 

Where spur track agreement between lumber company and 
railroad provided that lumber company would not be liable for 
repayment of taxes, costs, or maintenance in event another 
industry made use thereof, held that repayment by lumber com- 
pany to railroad of annual taxes, which were of small amount, 
and made without knowledge of provision in contract in ques- 
tion, did not constitute a practical construction by parties as 
to whether operation of another industry near the spur released 
lumber company from its obligation to repay taxes and main- 
tenance.—Ibid. 

Court Had Jurisdiction of Action for Storage Charges Due Under 
Interstate Tariff, Notwithstanding Absence of Previous Re- 
sort to Interstate Commerce Commission: 

(Circuit Court of Appeals, Sixth Circuit.) Court had juris- 
diction of railroad’s action for certain fixed storage charges 
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claimed to be due under uniform interstate tariff filed with 
Interstate Commerce Commission involving no question of fact, 
either in aid of construction or in other respect, or question of 
administrative discretion, notwithstanding absence of previous 
resort to Interstate Commerce Commission.—Payne, Director- 
General of Railroads, vs. Rogers, Rogers vs. Payne, Director- 
General of Railroads, 4 Fed. Rep. (2nd) 827. 

Tariff Schedule Held Inapplicable to Lumber on Railroad’s Right 

of Way: 

Tariff schedule, fixing storage charges for storage of freight, 
which is liable to be damaged by the elements, and must be 
stored at carrier’s risk, either in carrier’s warehouse, or, at Ccar- 
rier’s option, in public warehouse, held inapplicable to lumber 
piled on railroad’s right of way, in view of note to tariff schedule 
rule providing for storage, free of charge, of freight which is not 
liable to damage from the elements, and is not to be handled 
—_— houses on railroad’s vacant land at owner’s 
risk.—Ibid. 


DIRECTOR-GENERAL, PETITIONER 


The Traffic World Washington Bureau 


A. A. McLaughlin, Alex Koplin and M. G. de Quevedo, 
attorneys for the Director-General, have filed a brief in No. 
10049, Sugar Land Railway Company, a proceeding instituted by 
the Commission in February, 1918, which directs attention to 
the only case before the Commission in which the Director- 
General is a direct applicant, in effect a complainant, asking for 
what amounts to an award of reparation. The Sugar Land Rail- 
way Company was not taken under federal control. It collected 
freight on both inbound and outbound. It has several thousand 
dollars, possession of which the Director-General would like to 
obtain because he thinks he is entitled to it as compensation for 
services rendered by the railroads under federal control in 
carrying freight to Sugar Land, the chief station on the Sugar 
Land Railway, the freight consisting chiefly of raw sugar inbound 
and refined sugar outbound. 

Just how much the Director-General thinks he is entitled to 
receive is not set forth in figures in the brief, but he has laid 
down three or four bases upon which he has expressed a will- 
ingness to settle. 

The formal docket proceeding, No. 10,049, instituted by the 
Commission on its own motion, attorneys for the Director- 
General indicate, was begun on the Director-General’s com- 
plaint, although if formal complaint was made it was never 
docketed, the Commission seemingly preferring to institute an 
inquiry of its own. It is a peculiar matter. It is not a case about 
divisions. in the sense in which those words have been used 
since the enactment of the transportation law, because it was 
begun long before the Commission acquired its present power 
to entertain complaints about the quality of divisions one rail- 
road pays another. The lawyers for the Director-General inti- 
mate that the Sugar Land Railway Company was a troublesome 
neighbor for the federally controlled roads right from the be- 
ginning of the control period. After reciting that the trunk lines 
were taken over on January 1,.1918, they assert the attention 
of the Commission was directed, among other things, to the 
anomalous, unfair and unreasonable divisional arrangement, 
= the result that the proceeding of February, 1918, was in- 
stituted. 

Testimony has been taken in the case as to the affiliation 
of the Sugar Land Railway Company with the industry it serves, 
that affiliation being one of the things the Commission decided 
it would inquire into. The Commission also inquired as to 
whether, in view of the connection between the railroad and the 
proprietary industry, the divisions were unduly preferential or 
otherwise unlawful. The testimony, as recited by the Director- 
General, showed that the Sugar Land, on refined sugar shipped 
to stations where the rate was 17.5 cents or less, took half the 
rate; where it was more than 17.5 cents the short line took 8.5 
cents, although the short line’s local rate from Sugar Land to 
Houston, the junction point, was only 7 and 7.5 cents. That 
was cited as one of the facts in connection with the division 
demanded from the Southern Pacific and as not an unusual one. 
Another divisional arrangement recited was that between the 
Sugar Land in the Trinity & Brazos Valley, 16.5 cents, or 50 
per cent, of the rate on refined sugar for its short haul. That, 
the Director-General’s attorneys suggested, explained why the 
Sugar Land, in the period of federal control, sent more than 
6,500,000 pounds of sugar from Sugar Land to Fort Worth over 
a & Brazos Valley and only a few cars over other 
routes 

As to divisions on raw sugar, the Director-General averred 
there were no fixed divisional arrangements between the Sugar 
Land Railway and its trunk line connections. He said that ac- 
cording to one of the exhibits in the testimony, when the rate 
was 70 cents per ton on raw sugar from Galveston the Sugar 

Land took 52.5 cents per ton from the Gulf, Colorado & Santa 
Fe for its haul of 11.3 miles out of a total of 55.7 miles; that 
when the rate became $2 per ton the Sugar Land took $1.50, 
and when it became $1.20 per ton, on July 29, 1918, the Sugar 
Land took 90 cents. The divisions mentioned, the Director- 
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General’s brief asserts, are the ones the Sugar Land contends 
should be applied on this traffic in a settlement between them. 
He contends that the Sugar Land, without any authority or 
justification, has wrongfully retained 75 per cent of the entire 
revenue received on this traffic. 

Soon after the beginning of the contention between the 
Sugar Land and the Director-General, the brief asserts, the 
question was investigated by traffic committees and a definite 
recommendation was made to the Director-General as to the 
divisions to be paid. The brief asserts the figures in the tenta- 
tive division sheet prepared by those committees were changed 
to meet suggestions by the Sugar Land, whereby the divisions 
to it were increased and then the corrected division sheet was 
filed with the Commission by Gentry Waldo, but that the Sugar 
Land Railway refuses to abide by the terms of that division 
sheet. Instead, they say the Sugar Land has offered a share 
of the revenue to the government, which represents a most 
capricious and arbitrary division. That “intolerable state of 
affairs,” the brief asserts, brought about a revival of the old 
proceeding and its assignment for formal hearing, which has 
just been held, and in connection with which the brief is filed. 
While the Director-General suggested a number of bases for a 
settlement of the dispute, he asks the Commission to find that 
the share of the revenue retained by the Sugar Land is unfair, 
excessive, unreasonable and inequitable to the extent it exceeds 
the revenue that would accrue to it under the Waldo basis. 


OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports filed by Class I roads, switching 
and terminal companies not included, for April, 1925, and 1924, 
and for the four months ended with April, 1925, and 1924, show 
the following: 


Loaded car-miles—1,298,043,000 for April, and 1,242,396,000 for 
April, 1924; 5,207,092, 000 f 


or four months ended with April, and 
5,160,778, 000 for same period of 1924. 

Emp ty car-miles—712,882,000 for April, and 644,638,000 for April, 
1924; 2,816,352,000 for four months ended with April, and 2,689,685,000 
for = per iod of 1924. 

ton-miles—33,577,000,000 for April and 31,926,000,000 for April, 
1924. 139. 503,000,000 for four months ended with April, and 138,844,000, - 
000 for same period of 1924. 

Per cent unserviceable of total locomotives—18.6 for April and 
19.1 for April, 1924; 19 for four months ended with April, and 19.1 
for same period of 1924. 

Per cent unserviceable of total cars on line—7.9 for April and 
7.4 for April, 1924; 7.9 for four months ended with April, and 7 for 
same period of 1924. 

Car-miles per car-day—26.5 for April and 25.5 for April, 1924; 
ee for four months cniel with April, and 26.2 for same period of 

Net tons per loaded car—25.9 for April, and 25.7 for April, 1924; 
ol for four months ended with April, and 26.9 for same period of 

Average number of freight cars on line daily—2,517, g12° for April, 
and 2,464,540 for April, 1924; 2,514,187 for four months ended with 
April and 2,467,888 for same "period of 1924. 


FREIGHT COMMODITY STATISTICS 


In its summary of freight commodity statistics of Class I 
roads for the quarter ended March 31, 1925, the Bureau of 
Statistics of the Commission makes the following comparison, 
by groups of commodities, of tonnage transported in the first 
quarter of 1925 with the corresponding period in 1924: 


Number of Tons Originated 











Classes of Commodities uarter Quarter Per Cent 
ended Mar. ended Mar. of decrease 
31,1924 31,1925 1925 under1924 
Products of Se -- Gaweeanio’ « 25,551,856 28, 037,764 2.01 
Animals and —- ee 6, 816, 331 496, 724 4.69 
Products of mineS......cseeeee ion 142) 694,527 138178589 3.16 
Products of forests.. Sieigieeinuiw omiele 29 583, 432 29,063,078 1.76 
Manufactures and miscellaneous 61, 830, 406 65,022,833 5.16 
AM Ee, Ge Tc WER e co ccccsccvcess 9; 875,874 — 9,665,183 2.13 
SUD Biisichwacwesubeteisesenees 276,352; 426 273,464,171 ° 1.05 
2 ise ‘Total Tons Carried 
Products of agriculture.......... 54,192,534 51,778,098 4.46 
Animals and products........... 11,726,555 11,289,604 - 3.73 
Products of mineS.......sceeecees 261,062,452 257,613,551 1.32 
Products of forests......cscscccces 56,310,561 54,548,189 3.13 
Manufactures and miscellaneous. 120, a 888 te Ose, 997 4,29 
A Ts, SC. Ei, RORe ccc cseccces ‘ 4,396 9855 3.27 
TORRE v.00 cccves ones pimeneeoee 520,181,386 516,741,294 -66 
*Increase. 


TENTATIVE VALUATION REPORTS 


In tentative valuation reports the Commission has found 
the final value of the Beaver Valley Railroad Company, as of 
June 30, 1916, to be $110,152, and of the Hickory Valley Railroad 
Company, as of June 30, 1917, to be $52,200 for total owned and 
$75,900 for total used property. 

Tentative valuation reports have been issued by the Com- 
mission as follows: Birmingham Southern Railroad Company, 
as of June 30, 1917, total owned, $3,444,574; total used, $3,437,618; 
DeKalb & Western Railroad Company, as of June 30, 1917, total 
owned, $209,000; total used, $164,000; and Philadelphia and Cam- 
den Ferry Company, as of June 30, 1916, total owned, $2,839,745. 
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SHIP SALES PROCEDURE 


The Traffic World Washington Bureau 


The Shipping Board originally provided for handling of ship 
sales negotiations by President Palmer of the Fleet Corporation, 
but this procedure was departed from as the result of an arrange- 
ment suggested by Commissioner Lissner, chairman of the 
board’s ship sales committee, and approved by Mr. Palmer, 
according to a letter sent to Mr. Palmer by Chairman O’Connor, 
notifying the former of the board’s decision that ship sales 
negotiations should be conducted by the Fleet Corporation. 
This decision was made when the board approved the suggestion 
of President Coolidge that such negotiations be left to Mr. Pal- 
mer, to the end that prospective purchasers of government ton- 
nage would not have to negotiate with a board of seven mem- 
bers. 


It is understood that the letter to Mr. Palmer was substan- 
tially the same as that sent to President Coolidge advising the 
President of acceptance of his suggestions. The letter to the 
President was not made public. 

Chairman O’Connor, in his letter to Mr. Palmer, appeared 
to be desirous to have it known that the board originally pro- 
vided for ship sales negotiations being handled by Mr. Palmer, 
but that this procedure was departed from at the suggestion of 
Commissioner Lissner. 

It is believed that only experience under the plan of proce- 
dure now announced will demonstrate whether the board and 
Fleet Corporation will give effect to the President’s suggestion. 
According to spokesmen for the President, his idea seemed to 
be, when he made the suggestion, that Mr. Palmer should con- 
duct all negotiations, report to the board, and that then the 
board should accept or reject the recommendations. In other 
words, the President’s idea seemed to be that the board would 
discontinue altogether negotiations with prospective purchasers. 
It is understood, however, that the board will in the future, if it 
decides such action necessary, call in prospective purchasers 
after negotiations have been concluded by Mr. Palmer. It is 
pointed out that such procedure might develop into a situation 
more objectionable than that which the President sought to 
correct by his suggestion. Prospective ship purchasers might 
have to go through the negotiations with Mr. Palmer and then 
go through them again with the Shipping Board. 

Chairman O’Connor attached to his letter to Mr. Palmer 
a copy of a memorandum from Commissioner Lissner, dated 
December 29, 1924, providing for the method of handling ship 


sales that has followed thereafter under it. The letter to Mr. 
Palmer follows: 


On December 22, 1924, the Shipping Board passed a_ resolution 
more clearly defining the relationship Setwoen the Board and the 
Emergency Fleet Corporation, among other things providing that the 
Emergency Fleet Corporation shall report to the iisping Board as 
to a board of directors in the same manner as large business organiza- 
tions function. 

Accordingly, it provided that the power and authority vested 
in the Shipping Board by the merchant marine act of 1920 should be 
exercised by it through the Emergency Fleet Corporation in certain 
matters as thereinafter provided, among these being: 

(a) Item 5. The sale of vessels on terms and conditions laid 
down by the board and at such prices as the board approves. 

(b) Item 15. All matters incidental to the foregoing powers, in- 
cluding the negotiation, preparation and execution of contracts, char- 
ters, bills-of-sale, leases, operating agreements and other instru- 
ments necessary or convenient to the exercise of such powers, are 
hereby conferred upon the Emergency Fleet Corporation. 

Soon after the passage of this resolution, Commissioner Lissner, 
chairman of the ship sales committee, presented to the board a 
memorandum outlining the procedure to be followed in ship sales 
matters, which procedure had been agreed to by you (copy attached). 
This arrangement was acquiesced in because in the sale of established 
ship routes it was felt expedient that the ship sales committee of 
the board should participate in or conduct the negotiations where they 
involved matters of policy necessary to be determined and which could 
only be determined by the Shipping Board itself, and because cer- 
tain prospective purchasers had insisted upon dealing direct with 
the board in such cases. 

In order to avoid any possibility of confusion, all future negotia- 
tions for the sale of ship routes, as well as for single ships, should 
be conducted within the Emergency Fleet Corporation, as originally 
provided in the said resolution of December 22, the board not to act 
in such matters or enter the negotiations until after recommenda- 
tions have been received from you. 

It is understood, of course, that when the officials of the Emerg- 
ency Fleet Corporation have completed such negotiations, a report 
thereon shall be submitted to the Shipping Board with recommenda- 
tion including the details of all offers which have been submitted 
for the vessel or lines on sale, and all facts relative thereto, to the 
end that the board may by your report, together with any other neces- 
sary information obtained by it from all proper sources, have in its 
possession all information deemed by it necessary in determining 
whether the sales shall or shall not be made. 

You are already familiar with the policy and desire of the board 
to transfer its vessels to private American hands as quickly as pos- 
sible consistent with the government’s interests. 

Please be guided accordingly in these matters. 


Commissioner Lissner’s memorandum follows: 


: I suggest the following procedure to be adopted regarding ship 
sales: 
1. Manager, department of ship sales, to report to president, 
Emergency Fleet Corporation. 

2. President, Emergency Fleet Corporation, promptly to pass four 
copies of said report to secretary, with or without recommendations 
on the part of the president, Emergency Fleet Corporation. 





Vol. XXXVI, No. 1 


3. Secretary immediately to transmit one copy to each member 
ship sales committee, Shipping Board. : 

4. Ship sales committee to be kept advised by president, Emerg- 
ency Fleet Corporation, concerning any negotiations for the sale of 
lines involving guarantee of services by the purchaser. 

5. Ship sales committee reserves right to itself, in any particular 
case, to conduct negotiations for the sale of vessels. 


have discussed the above suggestions with Mr. Palmer who 
expresses satisfaction with the plan. 

President Palmer is expected, under the new procedure, to 
make a special effort to sell Shipping Board lines and vessels. 
President Coolidge desires that this be done if the purchasers 
can give the necessary assurance that the lines and vessels will 
be kept in operation under the American flag. 

In the period January 1, 1925, to June 22, 1925, the Shipping 
Board has sold a total of 46 vessels of all types. The following 
table shows the number and types of vessels sold, with the 
ageregate tonnage of each group: 


Government tonnage sold from January 1, 1925, to June 22, 1925: 
No D. W. 


Steel cargo for reconditioning and alteration by buyer 13 51,821 
Steel cargo for operation ‘as is’’ 8 3 


SD granlewval ce aba eaters 6,262 
Cargo for Dieselization by buyer..........ceseeesees 1 11,679 
pe ee ee 8 rrr ee 6 53,870 
Tankers for Dieselization by buyer.........csseeeeee 4 40,729 
NII -<c:'g ua: cicada ate res arch aaa) dade wel Stina Nekieraiite Fee ee 3 1,284(gross) 
Combination passenger and cargo (‘‘535’’ type)...... 5 70,683(gross) 


Combination passenger and cargo (ex-enemy type).. 2 21,980(gross) 
Damaged concrete cargo, not for operating........... 1 3,000 
Wood ships, buyer obligated to scrap............e+8. 3 11,370 


BIDS FOR SHIPS 


The Traffic World Washington Bureau 


Twenty-two bids were opened June 30 by the Department of 
Ship Sales of the Fleet Corporation as the result of the offer- 
ing for sale for scrapping purposes of 200 steel cargo vessels. 
There were nineteen separate bidders, several bidders submit- 
ting more than one offer. 

The Boston Iron & Metal Company of Baltimore, Md., bid 
$1,370,000 for the entire block of 200 vessels. This was the only 
bid for all of the vessels. This company submitted specific 
offers for each group of vessels of different types and said it 
would take any or all of them. The Perry-Buxton-Doane Com- 
pany of Philadelphia offered $276,780 for 171 vessels. 

The Newport News Shipbuilding & Drydock Company sub- 
mitted offers for 110 vessels, their bids ranging from $649,000 
to $699,000 for the lot, depending on the conditions to be at- 
tached in connection with scrapping. 

The General Metal Supply Company of Oakland, Cal., sub- 
mitted three separate bids. One bid was for $234,870 for a 
block of 50 specified vessels. Another was for $582,230 for a 
block of 110 vessels, and the third was for $60,300 for a block 
of 12 vessels. 

The Union Shipbuilding Company of Baltimore offered 
$300,000 for a block of 50 vessels. 

J. E. Barnes of Washington, D. C., submitted an offer for 
40 vessels at prices ranging from $1,848 to $2,388.40 each. 

The Sun Shipbuilding & Drydock Company offered $12,795 
for four vessels at Philadelphia. An alternate offer was for 
$11,025 for the same vessels. 

The Dravo Contracting Company of Pittsburgh submitted 
a bid for a number of the vessels at prices ranging from $1,013 
to $2,475 each. 


The Sparrows Point Shipwrecking Company offered $4,576 
each for two vessels. 

The Federal Shipbuilding & Drydock Company of New 
York offered $26,600 for seven ships. 

The Waterside Salvage Corporation of New York offered 
$3,280 for one vessel, at the rate of $1 for each gross ton. It 
said it was in position to bid for the entire block of 200 vessels. 
se — of good faith it submitted $328.20 in cash with 
the 4 

N. Block & Co. of Norfolk, Va., bid on 25 vessels at prices 
ranging from $3,162 to $3,748.50 for each vessel. 

The Hart Enterprise Electrical Company of New Orleans 
bid $7,764 for two vessels. 

The American Shipwrecking Corporation of New York of- 
fered $6,000 for three vessels. 

Charles A. Jording of Baltimore offered $40,000 for five 
vessels. 

Colonna’s Shipyard, Inc., of Norfolk, Va., offered $2,000 
each for any five vessels. 

C. E. Hiltner of Camden, N. J., offered $2,650 for one vessel. 

The Baltimore & Carolina Steamship Company offered 
$13,500 each for six vessels of a type bought by it from the 
board. It said with the board offering vessels of that type for 
sale for scrapping it was forced to make an offer for some of 
them for its future needs. These vessels, if bought, it said, 
would be kept tied up for operation in the future. 

B. L. Stafford, Jr., of New York offered $16,000 for two 
lake type vessels and $18,000 for two other vessels, not for 
scrapping, but for operation. 


The vessels were offered for sale on one of the following 
conditions: 
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1. That the vessels shall be completely dismantled and scrapped 
as steamships within the continental limits of the United States, in- 
clusive of engines, boilers, auxiliary machinery and all other equip- 
ment whatsoever, which shall be rendered non-usable for other than 
scrap. 

2. That the vessels shall be dismantled and scrapped as steamships 
within the continental limits of the United States, the purchaser to 
be at liberty to make such disposal or sale of engines, boilers, auxiliary 
machinery and all other equipment whatsoever as is desired. 


Bidders submitted alternate bids to meet one or the: other 
of the conditions specified. 

Henry Ford, with whom Chairman O’Connor conferred be- 
fore the board decided to offer 200 ships for sale for scrapping, 
did not submit a bid, unless he was represented by one of the 
bidders. Officials of the Shipping Board and Fleet Corporation 
said July 2 that no bid had been received from him. According 
to press dispatches from Detroit, Ford announced there that he 
had mailed a bid to the board. Bids were due not later than 
noon Tuesday, June 30. 

Chairman O’Connor did not express surprise that Mr. Ford’s 
name was not among those of the bidders. He said Ford had 
said nothing to him that would indicate that he expected to bid 
for the ships to be sold for scrapping purposes. He said he 
was interested in getting Ford interested in the purchase of 
ships for operation, because Ford “is the best bet” in connec- 
tion with development of the merchant marine. 


OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


Ocean grain rates have taken a sharp turn upward. An 
offer of 131% cents for a charter from Montreal to Antwerp and 
Hamburg was rejected because owners were holding out for 14 
cents, whereas a fixture in the same trade was closed at 9% 
cents last week. Gulf lumber rates also are firmer, but West 
Indies time rates continue weak. Oil companies appear to have 
sufficient tonnage and tanker rates show a downward trend. 
Intercoastal lumber bookings are becoming more active and 
now average more than 18,000,000 feet monthly. Inquiry for 
time vessels is active in this trade. In the coal division Cana- 
dian requirements are still in the market as a result of the 
disturbances in the Nova Scotia mining region. Coal rates to 
West Italy are low, two of these being reported at $2.35. 

European berth bookings of grain in the last week have 
been mostly for light grain, especially for the Continent. It is 
believed that July space will rule considerably above the June 
level. Demand from abroad is mostly for delivery before August 
1 and its development will determine the height to which rates 
may soar. 


NATIONAL FOREIGN TRADE COUNCIL 


The convention of the National Foreign Trade Council was 
held at Seattle, Washington, June 24 to 26, inclusive. Fifteen 
hundred delegates registered, one hundred of them representing 
foreign nations. Particular interest was manifested in trade 
potentialities across the Pacific. James A. Farrell, president of 
the U. S. Steel Corporation, was chairman. Subjects of interest 
in foreign trade development and expansion, including commer- 
cial aviation, were presented and discussed by delegates. Par- 
ticular phases of American industry and its relationship to for- 
eign trade were outlined. The Shipping Board furnished the 
convention a large metal map of world trade routes. The enter- 
tainment included a trip to Victoria, motor trips, and cruises on 
Lake Washington, the ship canal and locks, and Puget Sound. 
‘ Pas council voted to have its 1926 convention at Charleston, 

President Palmer of the Fleet Corporation, in an address 
before the Council, said that after he became president of the 
corporation he “shortly came to the conclusion that the main 
trouble with our newest infant industry, the government-owned 
merchant marine, was that it was suffering from too much easy 
money.” 

“Instead of its getting down to real business and trying to 
come somewhere near living within its income, it was depending 
unduly upon the national treasury,” he continued. 


Therefore, it seemed best to reduce the appropriation covering 
operating losses from forty-two million dollars to on million for 
the present fiscal year, while doing the same amount of business as 
last year, and to cut it again to twenty-four million for the fiscal 
year beginning next month. We are planning a further cut to 
eighteen million dollars for the following fiscal year, and we will 
continue this policy of reducing operating losses with improvement 
of services while the country at large is endeavoring to arrive at 
He — policy in the matter of the merchant marine as 

The progress made by the Fleet Corporation is perhaps best 
exemplified by the reduction in losses of its fleet of cargo vessels 
during the past year. The passenger lines and tankers are left out 
of consideration for the moment. 

A little more than a year ago we were operating about 320 cargo 
vessels at a loss of more than $25,000 per voyage. During the first 
ten months of the present fiscal year, beginning July, 1924, the aver- 
age loss was reduced to about $20,000, and at the end of this period 
it had fallen below $17,000. 

This improvement is attributable almost entirely to improved 
administration and increased efficiency of operation. 
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He indicated that he was looking forward to the time when 
the total operating loss of the cargo fleet might be brought down 
to about $10,000,000 a year, exclusive of interest and depreciation 
charges that would have to be figured if a comparison were to 
be made with private operation costs. 

Attention was directed to the fact that the question of re- 
placements must be considered in any plan of continued govern- 
ment operation. He said if it were decided to have a replace- 
ment program calling for 20 vessels a year, the cost would aver- 
age about $20,000,000 a year for new construction of the cargo 
fleet alone. As for passenger liners and combination passenger 
and cargo vessels, he said the replacement cost would range 
from $5,000,000 to $15,000,000 a vessel and would probably aver- 
age $10,000,000 a year. Continuing, he said: 


Thus, unless the government can find a way to transfer its fleet 
to private ownership, as contemplated by the merchant marine act, 
we face the definite prospect of having to spend about $30,000,000 
a year continuously: for replacements alone. With the improved ad- 
ministration and higher efficiency toward which we are working, the 
operating loss of this fleet may be reduced to about $10,000,000. There- 
fore, the prospective cost of continued government maintenance of 
a fleet of about the present size is about $40,000,000 a year. 

Our study of twelve hundred voyages to all parts of the world in 
a twelve-month period indicates that, if under the best practicable 
operating conditions the Fleet Corporation losses (including interest 
and depreciation) were $13,500 per voyage, the average private Amer- 
ican owner of this tonnage could reduce that loss to about $4,500. 
Further, the same fleet on similar services, if operated under British 
conditions, would about break even. In other words, the differential 
between the operating results of government-owned and privately 
owned vessels is estimated to be about $9,000 per voyage; while the 
differential between operating results of private American and Brit- 
ish vessels, operated with equal efficiency, is believed to be about 
$4,500. In exceptional cases exclusive financial and industrial con- 
nections here and abroad may change this amount considerably. 

This last figure, $4,500, may be taken as an approximate measure 
of the amount of government aid that would be required to place 
American vessels on a competitive footing with British vessels. For 
a cargo fleet of the size of that operated by the Fleet Corporation, 
about 2,500,000 deadweight tons, this aid would amount to about 
$5,000,000 a year, and extending this to include all American cargo 
vessels in foreign trade, the total might amount to $7,500,000. This, 
as stated before, does not include passenger services, each of which 
constitutes a more or less special problem so far as government 
encouragement or aid is concerned. Passenger and mail lines are 
usually aided by means of mail subventions, or subsidized on the 
basis of naval defense requirements, and the amount of such subven- 
tional aid cannot be estimated in advance of the determination of 
the national policy regarding such lines, but probably it would be 
somewhere between $5,000,000 and $10,000,000 a year, or say, $7,500,- 
000. Thus it would appear that the total amount of government aid 
necessary to put the American merchant marine in foreign trade on 
a competitive footing would be about $15,000,000 a year. 

To summarize, our country faces three alternatives in respect to 
the merchant marine in foreign trade: first, continued government 
operation costing ultimately around $40,000,000 a year; second, gov- 
ernment aid to private shipping amounting to about $15,000,000 a 
year; or third, the gradual but certain disappearance of our flag from 
the international trade routes, and a return to our pre-war condi- 
tion when less than ten per cent of our foreign commerce was car- 
ried in American vessels. 

The differential of about $4,500 between the operating costs of 
private American and British vessels may be largely offset by the 
extremely favorable terms on which American operators can pur- 
chase vessels today; but in the long run it is not going to help the 
situation to sell our lines at nominal prices in consideration of a 
guaranteed operation for a period of, say, five years, unless govern- 
ment aid shall be forthcoming before the end of such period. In 
fact, a sale of ships for private operation on a foreign trade route 
is possible today only if the price be reduced enough to offset the 
prospective operating losses during the period agreed upon. There 
is an immediate advantage to the government in such a sale because 
it saves the excessive Ioss of government operation during that period. 
The purchaser stands a good chance of coming out even, or better, 
at the end of the period, but, unless in the meantime a policy of 
government aid shall have been adopted, or unless some radical 
and wholly unlooked for change in competitive conditions is brought 
about, the prospect for his continuance on the route is remote. The 
result would be that either the route would be abandoned or the 
government would have to resume operations. I think we should 
encourage such sales for the reason that the private operator can 
be depended upon to make a much better showing on the routes than 
the government can, and I do not think he stands to lose during 
his guaranteed period of operation; but I want to emphasize the 
necessity of adopting an adequate and workable scheme of govern- 
ment aid without much further delay. : 

Some of the figures I have used are tentative and doubtless will 
be somewhat modified by further experience or by changing. condi- 
tions; but the salient facts of our problem are believed to be plainly 
indicated. On the basis of such facts we should formulate a pro- 
gram, if only with a view to constructive criticism and ultimate 
reconciliation of conflicting views. Certainly, all concerned would 
welcome a clearing up of our shipping problems and, above all, 
an early definition of the government’s future policy so that we all 
may know what our mission is and how to proceed. 

The program, so far as the government-owned fleet is concerned, 
should, I believe, include the following: 

(a) An aggressive and well thought-out plan to transfer the 
government fleet to private ownership on terms that protect the 
government interests and at the same time give the buyer an op- 
—— for profit that will insure his continuance indefinitely in 

e trade. 

(b) Continuance of the operation of government lines on such 
of the trade routes as are considered economically essential to the 
ae interests and which cannot be disposed of to private op- 
erators. 

(c) Continued improvement of these lines until they show the 
best economic results obtainable under government operating con- 
ditions, thereby reducing the present operating loss by half. 

(ad) On the most heavily losing routes, the maintenance of only 
such services as may suffice to hold a position in the trade and 
to conserve our national trade interests; but, on the more promising 
routes an expansion of the services to meet the demands and pros- 
pects of the national trade. 

(e) Where sales are impossible, the charter of the lines to private 
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responsible operators, if practicable, on terms that will be advan- 
tageous to the government and that will give the operator an op- 
portunity to become eventually an owner. 


I will not now suggest the form of the aid that should be given 
the privately owned merchant marine. This is a problem that must 
receive the earnest attention of the entire business community and of 
Congress, and in formulating a program for the merchant marine 
it seems to me that no body of business men is more capable of 


furnishing constructive suggestions than those now present in this 
convention. 


CURRENT AMERICAN SHIPBUILDING 


On June 1, 1925, American Shipyards were building or under 
contract to build for private shipowners 139 steel vessels of 
167,059 gross tons compared with 140 steel vessels of 226,926 
gross tons on May 1, 1925, according to the Bureau of Naviga- 
tion, Department of Commerce. 

There were 26 wood vessels of 9,840 gross tons building or 
under contract to build for private shipowners during the same 
period compared with 27 wood vessels of 10,890 gross tons on 
May 1, 1925. 


AMERICAN-HAWAIIAN SERVICE 


Taking effect July 22, the American-Hawaiian Steamship 
Company will inaugurate sailings from Boston, Philadelphia and 
New York, in the order named, to the Pacific Coast every five 
days instead of every seven days, as at present. Seventeen 
ships will be employed in this service, six of which were recently 
purchased from W. R. Grace and Company. 

The American-Hawaiian Steamship Company announces a 
reduction in cargo insurance premium rates, effective July 1, 
1925, applying from the Atlantic coast to points north of San 
Francisco—Seattle, Tacoma, Portland, Astoria, Vancouver and 
Victoria—of 5 cents per $100 valuation. The new 3 per cent 
P. A. rate to Seattle, Tacoma and Portland is 35 cents per $100 
valuation and to Astoria, Vancouver Victoria, 4744 cents, for 
under-deck stowage. 


MISSISSIPPI PORTS 


The Board of Engineers for Rivers and Harbors of the War 
Department has released Port Series Report No. 19 on the ports 
of Gulfport and Pascagoula, Miss., prepared in co-operation with 
the United States Shipping Board to meet the needs of the gov- 
ernment, and to supply data for the use of importers, exporters, 
manufacturers, railroads, steamship lines and the general public. 
Commenting on the report, the board said: 


The ports of Gulfport and Pascagoula are among the smaller 
ports of the Gulf coast, but the former particularly has an important 
commerce, and serves as a gateway not only for a large amount 
of traffic originating in the state of Mississippi, but also that to and 
from more remofe points of the interior. It is the port through which 
one of the principal asphalt companies imports Trinidad asphalt for 
distribution throughout the entire central west. Gulfport enjoys a 
substantial general import and export trade in competition with 
Mobile and New Orleans, particularly by reason of the low terminal 
charges. It is in all respects a railroad port, the terminal facilities 
having been established by the Gulf and Ship Island Railroad, and 
the business developed through the enterprise of this company. Im- 
ports through Gulfport ‘during 1921 were forwarded to 27 states. 
Bananas went to 25 states and the Province of Quebec. This port 
is also conspicuous for imports of molasses and creosote and for ex- 
ports of lumber products. The report shows that the trade of the 
port of Pascagoula consists mainly of lumber, fish and supplies for 
local consumption. 


PARCEL POST ORDERS, ETC. 


Postmaster-General New has announced that a parcel post 
convention with Cuba scheduled to become operative on July 1, 
1925, has been postponed until October 1. It has been found 
impracticable to arrange all the necessary provisions of the con- 
vention so as to inaugurate the new service as originally con- 
templated. 

The new convention will provide for an increase in the par- 
cel post weight limit from 4 pounds 6 ounces to 11 pounds, such 
arrangement to be effective for 14 months only, pending the re- 
peal of certain statutes which prohibit the importation into the 
United States by mail or parcel post of cigars and cigarettes in 
quantities of less than 3,000 in a single package, thus shutting 
out some of Cuba’s most important commodities. 

In the meantime, the maximum limit of 4 pounds 6 ounces 
will continue to apply to parcels to and from Cuba. 

W. Irving Glover, third assistant Postmaster General, has 
advised postmasters that shipments of eggs be accepted for 
mailing only when packed strictly in accordance with the re- 
quirements prescribed by the department. Mr. Glover said the 
department continued to receive reports of the receipt of many 
claims for damage covering insured shipments of eggs and that, 
in most instances, the evidence indicated that such damage was 
due to the acceptance of eggs in unsuitable or worn-out con- 
tainers, notwithstanding the instructions issued regarding the 
matter. 

Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


Referring to notice of this office of June 2, 1925, which was pub- 
lished in the Postal Bulletin of June 3, 1925, and on page 10 of the 
June, 1925, Postal Guide, and the notice of June 12, 1925, which was 
published in the Postal Bulletin of June 13, 1925, relative to the 2 
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cents a pound terminal charge to be paid on parcel-post packages for 
certain foreign countries, it is desired to invite special attention to 
the circumstance that the said charge applies to parcel-post pack- 
ages for Canada, Mexico, and Panama as well as other countries 
and that the only countries to which it does not apply are: Cuba, 
Colombia, Guadeloupe, Haiti, Japan, Peru. 


The Republic of Panama has been removed from the excepted 
list effective this date. 


MARINE INSURANCE IN CANADA 
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The Canadian government has received notice from England 
that the Imperial Shipping Committee has completed a unani- 
mous report on Canadian marine insurance, including questions 
referred to the committee by the Canadian government over a 
year ago, It was announced last summer that the committee had 
persuaded the insurance underwriters to remove Halifax from 
the warranty which created a differential charge for the in- 
surance of shipping entering ports in British North America. 
Since that time a mass of evidence has been taken which has 
been incorporated in the report of the committee. The improve- 
ments to navigation and the record of casualties submitted by 
the Canadian government and the underwriters have been exam- 
ined. The committee has arrived at the conclusion that there is 
a presumption of evidence in favor of the present differential on 
the St. Lejwrence, but the evidence is, in some respects, incom- 
plete and directional wireless may alter the statistical position. 
The committee suggests that, having regard to all the cir- 
cumstances, the joint hull committee should reconsider the posi- 
tion of St. John, New Brunswick, and Prince Rupert, British 
Columbia. Under the warranty it also proposes that steps be 
taken for a systematic record of casualties in the St. Lawrence 
and that, so long as the warranty is maintained there, all refer- 
ences from British North America should be omitted from its 
title. 

The Canadian Department of Marine has been fighting for 
several years to have removed the alleged discriminations that 
British underwriters have maintained against Canadian and .in 
favor of United States ports in the matter of insurance, and have 

been threatening to establish a Canadian system of government 

marine insurance unless the British underwriters receded from 
the position in which they have placed Canadian ports. So 
strong became the protests that the members of the Imperial 
Shipping Committee came to Canada last year and investigated 
the situation. The present concessions, which have been made 
in face of the repeated assurance of the British underwriters that 
no change was possible, are pointed to as justifying the attitude 
of Canada with respect to three of its leading ports. The St. 
Lawrence differential is maintained, but the hope is held out 
that it also may be removed. 

The government is leaving the underwriters little ground for 
maintaining their attitude regarding the St. Lawrence. At the 
present session a vote of $1,633,000 was passed for dredging there, 
an increase of over $700,000 over last year. 


CANADIAN CANAL DISCUSSION 


The Trafic World Ottawa Bureau 


Western members of Parliament have been complaining that 
Canada is keeping up canals for the benefit of the United States. 
When the new Welland Canal is finished, Canada will have an 
investment therein of over $100,000,000. Outside of the canal at 
the Sault, it is claimed that Canada makes little use of the 
American canals. It is also being urged that tolls be charged 
on all canals to those using them rather than by a tax on all the 
people of Canada. Free use of the canals is declared to be unfair 
competition to the railways. So far, Canada has spent $111,000,- 
000 on canals and, as none of them is located in the west, the 
western members urge that the tolls should be paid by the 
people whose goods are being transported. “If the principle 
of freedom from tolls were to be adopted with regard to all our 
transportation,” they say, “it would naturally follow that we 
should build free rights of way, keep them up, allow the rail- 
ways to operate and charge sufficient to cover the cost of oper- 
ation and keep the rolling stock in repair. Why should we furnish 
a free waterway for all these ships, to compete with our own rail- 
ways, and make it so difficult for the railways to pay the cost 
of operation?” 

The Minister of railways suggested that water competition 
was a pretty good regulative. 

Members from the Maritime Provinces are still stronger in 
their demands, as they get no compensation for their share in 
the expenditure, whereas the canals are used to transport the 
western grain crops. The minister promised to call the attention 
of the Canadian ambassador to Washington to the matter, when 
he is appointed. 

When the vote asking for $15,000,000 for work on the 
Welland Canal came before the House, it was severely criticized 
by western members, many saying the :work should be 
dropped and others that they would support it only because of the 
large amount already spent. They say the estimate of $100,000,- 
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000 for the work is far too low—that it will cost from $125,000,- 
000 to $150,000,000. Putting it at $130,000,000, they point out 
that the interest will amount to about $6,500,000 a year. There 
were about 100,000,000 bushels of grain carried through the canal 
last year; therefore, the government, one member pointed out, 
“is adopting an expensive method of reducing freight rates.” 

“The capital cost of the canal, when completed,” he added, 
“will be about $5,000,000 a mile, or nearly twice as much as the 
Manchester Ship Canal cost. It is being found that the overhead 
in connection with that canal is so great that the railways can 
earry freight at a lower cost, and the Manchester Canal has 
proved an absolute failure. We must remember that the railways 
are making great strides in the way of reducing the costs of 
transportation. They are able to load huge trains nowadays 
as compared with a few years ago, and in this way they can 
afford to carry freight at a lower rate. I understand that, a few 
years ago, the United States appointed a committee to investigate 
the canal situation in that country and the general report seemed 
to discourage further expenditures on construction, so far as 
bringing about any reduction in transportation costs was con- 
cerned,” 


CANADIAN SENATE REPORT 


The Traffic World Ottawa Burcau 


A special committee of the senate has just made a report 
on the railway situation in Canada, after a prolonged study of 
the subject. It held its investigations in private, and summoned 
before it to give evidence not only railway men but men of stand- 
ing in business and politics. The discussions covered a wide 
variety of subjects, such as cooperation between the Canadian 
National and Canadian Pacific railways, the taking over of the 
Canadian Pacific by the government, the sale of the Canadian 
National to the Canadian Pacific or to some other privately 
owned corporation, and the amalgamation of the two systems 
under a special plan. 

The committee recommends that the Canadian Pacific and 
Canadian National be placed under a board of fifteen directors, 
five to be named by the C. P. R., five by the government and the 
ten to choose five proven, capable businessmen to complete the 
board. The last named five should hold office for ten years 
and be removable only for cause. 

It is recommended that a recapitalization be made of the 
Canadian National from the point of view of earning capacity; 
that the C. P. R. have a guaranty of an agreed dividend on its 
stock; that, in the event of the joint management producing a 
surplus, a dividend at the same rate as is paid to the C. P. R. 
be paid to the government on the capitalization placed on the 
government railways. After payment of these dividends, any 
surplus earnings available for distribution would be divided be- 
tween the two systems, in proportion to their valuation. 

The report says that the addition to the national obligations 
through the Canadian National in the last six years average 
about $100,000,000 annually, amounting in the aggregate to $710,- 
943,247. “There is no assurance that, under the present system, 
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GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; me are insertions, per line, 50c; 10 
words to the line; er embere and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill 





WANTED—Salesman capable closing tank car leases; familiar 
with tank car rental. Address Box 815, care Traffic World, Chicago, IIl. 





WANTED—Railway Supply Salesman who is now calling on the 
Transportation and Claim Departments of Railroads, to sell a specialty 
now in general use. Address Box 813, care Traffic World, Chicago, Il. 





TRAFFIC SPECIALIST AND LAWYER—With almost complete 
tariff file and law library; available full or part time. Thorough 
knowledge of rate structures and legal procedure. Excellent chance 
for railroad or industry to employ result getter. Address Box 817, 
care Traffic World. 
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this expenditure will materially decrease in the future,” the 
report adds. 

Of the alternatives considered, the committee strongly rec- 
ommends the merging of the two systems for administration and 
operation. It refers to the heavy expense entailed as the result 
of competitive immigration practice as between the Dominion 
government, the Canadian Pacific, and the Canadian National. 
The report says: 


It was also stated to the committee that no inconsiderable part 
of the expenditure of the Canadian National Railways is attaining 
no other end than dividing existing traffic. Your committee is of 
the opinion that, unless energetic means be adopted to reduce our 
national debt and the income tax, as is rapidly being done in the 
United States, we will be unable to command the foreign capital 
absolutely necessary for the development of our natural resources. 
The merging of the two railway systems for purposes of operation 
and administration will remove or dispense with duplicaion in rail- 
way tracks, rolling stock, passenger and freight services, in rail- 
way stations from the Atlantic to the Pacific, in telegraph, express, 
and other services, in offices, in accounting and bookkeeping, in 
numerous other special offices and staffs, in administration boards, 
etc., and thereby and otherwise save an enormous amount of money 
to the country. 


On unification of the railways taking place, your committee 
recommends that the powers of the Railway Board be increased, if 
necessary, to secure the safeguarding of the interests of the public. 
Your committee is of the opinion that the railway question is one 
of extreme importance, and of the utmost urgency; that the con- 
stantly increasing public obligation on railway account is approxi- 
mately $2,000,000 per week, and that, until this problem is settled 
in some way which will reduce the present enormous expenditure, 
there can be no relief from taxation, which is bearing so heavily on 
all classes, nor can there be any move towards the reduction in 


rates and fares so essential to the prosperity of every inhabitant of 
Canada. 


HEARING ON OVERCHARGE CLAIM 


The Trafic World Ottawa Bureau 


At its session at Toronto, June 19, the Board of Railway 
Commissioners heard the application of the Canadian Traffic 
Bureau, Toronto, for a ruling on a claim against the Grand Trunk 
Railway Company, Detroit, for a refund of alleged freight over- 
charges on carload shipment of lumber from Baptiste, Ont., to 
Grand Rapids, Mich., routed via C. N. R. and G. T. R., and from 
Possmill, Ont., to Detroit. 

Mr. Killingray, representing the Canadian Shippers’ Traffic 
Bureau, contended that there was a through rate filed from the 
point of origin to the point of destination and that a combination 
of rates would give a lower result than the through rate as filed. 
The combination rates, however, were those filed with the Cana- 
dian Railway Commission in Canada and with the Interstate 
Commerce Commission in the United States. The through rate, 
which the railways claim is the only applicable one, is that 
shown in the tariff known as Ransom’s 13. The shipper bought 
lumber, believing that he would be entitled to the combination, 
and based his prices on that expectation. Although there was 
a through rate mentioned in the tariff, the shippers claimed it 
did not apply to their shipments, on account of the way the tariff 
was worded. 

Counsel for the Canadian National said its only filed and 
published tariff was for movements all made on its own line 
from Fossmill to Detroit, and it had never been successfully 
attacked. He knew of no authority for the contention that, be- 
cause there was a local rate from Fossmill to Sarnia and another 
from Sarnia to Detroit, the shipper from Fossmill to Detroit was 
entitled to the combination. The shipper had not asked to route 
the lumber via Sarnia. “Subsequently,” he said, “he goes to a 
traffic bureau, or they go to him, as the case may be, and then 
they rush to this board and ask it to declare what the legal and 
proper rates were, simply and solely as the basis of an action 
against us for a refund. Now, there are some serious things 
going on in these cases in this country, and I would submit to 
the board that applications of that kind should be treated with 
scant courtesy by the board, because the board is asked to 
exercise a discretion. Mistakes are occurring, and I do not 
think the board should be used for the purpose of probing out 
rates all over the country that might be used to establish some 
ground on which to base an action for a refund, respecting a 
transaction which is done and finished with months before, from 
which the shipper has suffered no disadvantage whatever, and 
I am seriously urging for the board’s consideration that that is 
not a case for which the board was given discretion to declare 
what is the proper rate. The applicants seek to get a 
declaration and then to rush into court with it. If these claim 
agencies have proper claims for a refund, they should take them 
to court, and unless there is a proper case made for a declaration 
I am going to submit that your discretion should be exercised 
with the greatest possible care.” 

The Assistant Chief Commissioner: “We endeavor to do so. 
If we think it is proper to issue a declaratory order in regard 
to a rate, you may be sure that that order is issued only after a 
very careful consideration; and if an application for such an 
order is made through a claims agency, equal discretion is used 
in that.” 

Mr. Killingray: “What we are up against in this country 
is that traffic bureaus are a novelty in Canada. We see no rea- 
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son why, in this country, the same practice should not obtain 
as obtains under the jurisdiction of the Interstate Commerce 
Commission, and it does not follow that, because there have 
been comparatively few cases of this kind in the past, there 
should not be more in the future. Ten or fifteen years ago the 
rates were comparatively easy to interpret; but today the ship- 
per has to refer, in some cases, to four or five tariffs before he 
gets his rate, and it certainly seems that that is a work that is 
almost getting down to a profession.” 

The assistant chief commissioner pointed out that, if the 
movement were wholly within Canada, the Commission would 
have power, if it found the rate unreasonable, to declare that, 
for the future, the through rate should not exceed the sum of 
the locals; but in a situation where one part of the movement 
was in Canada and one in the United States, with local rates 
in each, its power took it only to the border. He also pointed 
out that the board had no power under the railway act to order 
refunds or reparations. 

Mr. Killingray suggested that this aspect had never been 
considered under section 312, to which the assistant chief com- 
missioner replied: 


No, we have not had the advantage of your intelligence in the 
past to help us, but we are satisfied with the decisions that have 
been made. Such an eminent jurist as the late Chief Commissioner 
Killam should be relied upon to know the law as well as some rep- 


resentatives. * * * We are not prepared to accept your conclusions 
on the law as final. 


He said the board would look further into the question of 
routing in connection with the case. 


MONEY FOR RAILWAY BOARD 


The Traffic World Ottawa Bwrein 


Estimates of.$239,359 have been passed for the maintenance 
and operation of the Board of Railway Commissioners. Asked 
whether the government proposed to increase the membership 
of the Commission, the minister of railways said it would require 
legislation either to increase or diminish the board. He said he 
thought the board was, if anything, too unwieldy already, but 
that would not prevent consideration of some reorganization in 
the future. 

Members from western Canada complained that they con- 
tributed the larger proportion of the net earnings of the rail- 
ways, but had only one representative on the board. ‘With the 
passing of the railway freight rates legislation within the last 
few days,” said one member, “the protection which the Crow’s 
Nest Pass agreement gave us on every commodity except wheat 
and flour has been removed, and we are now left altogether at 
the mercy of the Board of Railway Commissioners. Does the 
minister think we are fairly represented on the board? If not, 
are we likely to receive justice from the board? This.is a very 
important matter to western Canada, and there is a strong feel- 
ing in the west that we should have greater representation. One 
member out of six is altogether inadequate.” 


“TI think there is a great deal of misapprehension with regard 
to the work of the board,” said Mr. Coote. “We often hear it 
stated that the work of making railway rates should be left en- 
tirely to the board. I doubt very much whether the board has 
ever made a rate; they have only put their stamp of approval 
upon rates that are made by the railway companies. Whenever 
there is any rate-making, it is by the railway companies them- 
selves, and if no one objects after the rates .are posted up in the 
office of the Railway Commission, they are approved by the 
board. I would like to see this board actively engaged in the 
making of railway rates, not simply putting their rubber stamp 
on the rates fixed by the railway corporations.” 

The minister of railways said the matter of having another 
western man on the board was worthy of consideration. He 
would not admit that any other man would not give the west 
justice, but the western man might understand the psychology 


of the western people a little better than a man from some other 
part of the country. 


GRAIN DEMURRAGE QUESTION 


On the passing of the new grain act through Parliament a 
proposal was made that the hours for loading grain before 
demurrage begins should be increased from 24 to 48. It was 
pointed out by western farmers that coal companies use the same 
class of cars in the season of the year when grain is being loaded, 
and get 48 hours. It was also urged that the demurrage should 
be reciprocal, if changed at all, as farmers had often to wait for 
cars when the market was falling. On behalf of the railways it 
was urged that to extend the time would only cause delay and a 
slowing up in the whole grain movement. The Minister of Rail- 
ways said the railways were much opposed to increasing the 
time to 48 hours. “Millions of dollars are spent in getting cars 
ready to move the grain crop,” he said “cars that lie idle for a 
good part of the remainder of the year. This proposal means 
doubling the time for loading and practically doubling the num- 
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ber of cars you will require to meet the demand. That will be 
added to the rate on your grain.” : 

Many of the farmers opposed the proposal for lengthening 
the time, pointing out that, with the new grain act in force, the 
farmers would be using loading platforms to the fullest extent, 
and adding that they had never had very much trouble from the 
railways in the matter of demurrage. The proposal was nega- 
tived. 


CANADIAN CAR LOADING 


Car loading in Canada for the week ended June 20 showed 
an increase over the previous week of 1,514 cars, grain loading 
being heavier by 667 cars, pulpwood by 234 cars, ore by 849 
cars, and miscellaneous freight by 303 cars. Compared with the 
corresponding week last year, the total was 7,764 cars less, grain 
accounting for 4,003 and coal for’3,540 cars of this decrease. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
-—For oo Ended—, 


















































June 20 une 13. June 21 
Commodities 1925 1925 1924 
Grain and Grain Products............0.6. 2,247 2,351 2,383 
SES ERS A A ee 1,086 1,076 1,194 
eh act G aaa peice oceee nenaree mene eames 884 982 4,368 
_ REE is eee ene ee ae 176 120 164 
PE cca a datiausiecilwesiaansadannercescaneee 3,068 2,969 2,883 
ein oe. ca aiiidiadetasiainenavavadwne ea 1,949 1,831 2,305 
NE oases ocaviawe ue sianesicaiee 1,861 1,771 1,808 
Other Forest Products...........ccccccees 1,167 1,363 1,293 
ME eGR Und adseaadnacehacsncanvesceececes 1,093 844 1,357 
ES SE OE i OO ee 11,961 11,881 12,294 
ES sidvoncvcbusestcadereenensete 10,497 10,363 10,777 
WOUNs GUNG EMGGOE . is ccccccvecécvcces 35,989 35,551 40,826 
Total Cars Rec’d from Connections.. 29,396 28,835 27,920 
WESTERN CANADA 
Grain and Grain Products............... 3,151 2,380 7,018 
NE Secih ce acee ate ca uneainnee ba taonbe 888 969 931 
apa bib eraldiar Gao bi o:d: dba aiaaianciaiswaleicblan ewe 702 754 758 
RNS aia eek Airis 05d sice cco 60" wih ole clone Wo 46s wake 25 18 
NA ha utnWbaende Od. daiese oneeacereace 1,124 1,301 1,011 
aia hare al ac hacaiwernacikaeoiodi enous edcees 272 156 
Pe I Renee 131 201 
Other Forest Products.............ccceees 1,543 ase ae 
Mit Ee bata ered cwE Sods o606esensanwane 
I. Bis Ct Bitc wp cainnausooccescceiie 3,921 4,087 3,898 
MIN eidcrs ude cvccedeacwedearesicaes 3,029 2,860 2,724 
TOU Care TOA. ccccccvcccocccosces 15,498 14,422 18,425 
Total Cars Rec’d from Connections.. 2,248 2,299 2,291 
TOTAL FOR CANADA 
Grain and Grain Products............... 5,398 4,731 9,401 
IN NRY Sota Ube hae can einweciee boxancoseee 1,974 2,045 2,125 
‘oal POCO HEHEHE HEHEHE EHH EEE EEE EEE EE EE EEE 1,586 ’ 6 126 
od dialea cs dite wieitehea aud aelavaca Wake becnacedtealiie 201 138 166 
I cb duncan sein icewhin helcseuuiesiabewakoar 4,192 4,270 3,894 
ts lsc crkunackpalviaticatia abacaa 2,221 1,987 2,450 
IE IN i vain sdeweeeeo-cdieese nesioss 1,992 1,972 1,911 
Other Forest Products.....0...ccecccesece 2,710 2,587 2,673 
Sl Mi thwneadinethe aia ekew eadcwieaessieawale 1,805 1,316 1,812 
I, BiG Oy Ei. cciccccesiececncsawas 15,882 15,968 16,192 
DEEL cidcavaueuwbewseeasnomaecmeds 13,526 13,223 13,501 
Total Cars Loaded...........ceeceeeee “51,487 49,973 59,251 
Total Cars Rec’d from Connections.. 31,644 31,134 30,211 


CUMULATIVE TOTALS TO DATE 








SOPHO HEHEHE EEE EHO REESE 





Mt, Seed a wedawilecsRseadwncwtewweeenaees 
IT aie Sintaraia ii iadlaleh alten ecie aivelecacdiiot wane 7,019 994 
RE A CE UsRCatheaeverdde Coadesdntwecccé 83,687 89,203 
nt cle ui batie de iiaewdedecm@alee-c ets 77,717 80,689 
EE MINIS 6 Ai. cinss's 0's.0'cle-dalev wb salodins'esd 52,000 51,700 
Other Forest . Products. .....cc.cccccccccccs 73,955 70,360 
te whleseehEviNaeebedhdieesebiveccoeueee 31,706 28,421 
NG. Ean. On. Das cccccccesicsscceweene 370,599 348,784 
PD. ccd cc nuasahewawdveeeaea sees 278,243 281,431 
OUND CONS TORO, ciiccccivccaccccecee 1,267,803 1,338,355 
Total Cars Rec’d from Connections.. 822,818 828,392 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific for the week ended 
June 21 were $2,895,000, a decrease of $406,000. Earnings of 
the Canadian National Railways for the same period were 
$4,190,930, a decrease of $444,056. 


COAL, ALBERTA TO TORONTO 


Sir Henry Thornton has revoked his decision not to move 
coal from Alberta to Ontario at $7 a ton. It was stated that he 
was afraid that the shipment might prejudice the case of the 
Canadian National on freight rates before the Railway Commis- 

- sion, but he has since stated that, “in the interest of public wel- 
fare,” the experiment will be made. The movement of 25,000 
tons will begin as soon as possible so as not to interfere with 
the moving of the crops. Parliament has made a grant of $25,000 
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“to provide for expenses in connection with a trial shipment of 
Alberta coal to Ontario with the object of determining the 
actual cost of carriage by rail, by payments to be made to the 
Canadian National Railways at the rate of $1 per ton.” It is 
understood that the movement will not be considered a precedent 
and will not pledge the railway to any further action when it 
is over. 


CROW’S NEST RATES SUSPENDED 


The Traffic World Ottawa Bureau 


All Crow’s Nest Pass rates have been suspended by an 
order in council pending investgation by the Board of Railway 
Commissioners, except on wheat and flour, on which the Crow 
rates are made statutory. 


CANADIAN SURCHARGE 
The rate of exchange July 1 to 14 is one-thirtysecond of one 
per cent. There is no surcharge on international freight or pas- 
senger business. 


COMMISSION ORDERS 


The Lake Superior Coal Dock Association has been per- 
mitted to intervene in No. 16956, the Grand Forks Commercial 
Club vs. Gt. Northern Ry. et al. 

The Commission has permitted the Sefton Manufacturing Cor- 
poration to intervene in No, 16992, the Fairfield Paper Co. vs. 
A. C. L. R. R. et al. 

The United States Gypsum Company, the Universal Gypsum 
Company, Cornell Wood Products Company and Alton Box Board 
& Paper Company have each been authorized by the Commission 
to intervene in No. 17006, the Upson Company vs. A. A. R. R. 
et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Val. Dkt. No. 477, in re the Chesapeake & Ohio 
Ry. Co. of Indiana. 

The National Cement Company has been permitted to inter- 
vene in No, 16845 (Sub. No. 2), Lehigh Portland Cement Com- 
pany vs. A. & V. Ry. et al. 

The Kosmos Portland Cement Company has been authorized 
to intervene in No. 16988, Oklahoma Portland Cement Company 
vs. A. & V. Ry. et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation Docket No. 480, in re the Lorain & 
West Virginia Railway Company. 

The Gilinsky Fruit Company and Trimble Brothers have 
been authorized by the Commission to intervene in No. 16526, 
Pacific Coast Vegetable Growers’ and Shippers’ Transportation 
Committee et al. vs. Southern Pacific et al. 

The Greater Des Moines Committee, Inc., has been permit- 
ted to intervene in No. 16981, Board of Railroad Commissioners 
of the State of South Dakota vs. Ahnapee & Western Railway 
et al. 

The Chicago Association of Commerce has been authorized 
to intervene in No. 17030, Sioux Falls, South Dakota, Chamber 
of Commerce Traffic Bureau vs. Ann Arbor R. R. et al. 

The Commission has permitted the Western Union Tele- 
graph Company to intervene in Val. Dkt. No. 478, Grand Trunk 
Western Railway Company and the Chicago, Kalamazoo Ter- 
minal Ry. Co. & 

The application of the Miller Petroleum Company and 
White Eagle Oil & Refining Company, interveners in No. 14087, 
Indiana State Chamber of Commerce vs. Santa Fe et al., for 
further order, has been denied. 


TELEPHONE EARNINGS 

Operating income of seventy telephone companies having 
annual operating revenues in excess of $250,000 each aggregated 
$16,001,255 in April, an increase of 29.6 per cent over the income 
for April, 1924, according to statistics compiled by the Bureau 
of Statistics of the Commission. For the four months ended 
with April the operating income aggregated $60,325,959, an in- 
crease of 28.2 per cent over the income for the same period of 
1924, The ratio of expenses to revenues decreased from 70.13 
per cent in April, 1924, to 66.87 per cent in April this year, while 
it decreased from 70.76 per cent for the first four months of 
1924 to 67.60 per cent for the same period of 1925. The number 
of company stations in service at the end of April was 12,537,788, 
an increase of 822,716 or 7 per cent as compared with April, 1924. 


ATLANTA TERMINAL BONDS 


The Atlanta Terminal Company of Atlanta, Ga., has been 
authorized by the Commission to issue and sell $200,000 of first 
mortgage 5 per cent gold bonds at not less than 98 per cent of 
the principal amount and accrued interest, to Clark, Dodge & 
Co. The bonds will be issued in respect of expenditures made 
and to be made on the terminal company’s properties. The Cen- 
tral of Georgia, Atlanta & West Point, and the Southern, the 
proprietary companies, were authorized to guarantee the bonds. 
Commissioner Eastman dissented, holding the bonds should be 
offered for sale at competitive bidding. 
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WESTERN LIVE STOCK RATES 


The Trafic World Washington Bureau 


The Sioux City (la.) Live Stock Exchange, in its brief in 
No. 15686, American National Live Stock Association vs. Santa 
Fe et al., asks that the Commission dispose of the case without 
consolidation with the rate structure investigation, or any other 
pending litigation. The exchange proposes a 15 per cent re- 
duction in rates on short-haul traffic, asserting that such a re- 
duction would not have a drastic effect upon the carriers’ 
revenue. 


After reviewing in detail testimony of witnesses in the 
case, the exchange in its argument, in part, said: 


It is the position of this intervener that, regardless of what else 
may be done in this case, the time has now come when the long and 
short haul relationship which was in effect prior to General Order 28 
should again be established. We do not thereby mean that we were 
satisfied with the relationship between short and long hauls as 
they existed under the June 24, 1918, rates, nor do we wish thereby 
to preclude the possibility of asking this Commission to review that 
relationship at some future time. However, that basis did exist for 
a considerable number of years. It was upon that basis that the 
Western markets were in large measure founded, and grew to their 
present proportion. It was upon the basis of those rates that live 
stock production in much of the central and northwestern territory 
was first begun and prospered. It was a basis of rates, in large meas- 
ure free from artificial changes. It was, therefore, a practical basis 
in large measure fitting the needs of the territory, and the relation- 
ships thereunder should again be made effective. This can be done 
in a practical way by a reduction of fifteen per cent of the present 
level of those rates which did not receive the benefit of the twenty 
per cent reduction suggested by this Commission in I. C. C. Docket 
12146, 63 I. C. C. 107, and made permanent by Reduced Rates, 1922, 
68 I. C. C. 676, and by shading the Twilight Zone occasioned by 
the fifty cent minimum on those reductions, * * * We urge that this 
should be first done; that thereafter if this Commission finds that 
further reductions are warranted, said further reductions should be 
made by uniform percentage reduction on all rates. 


The exchange said it was its conviction that the purpose 
of the twenty per cent reduction was economic relief to the 
producer of live stock lying west of the 100th meridian, in 
other words, to the range producer of live stock, but that the 
purpose was not achieved. Continuing, it said: 


4 The reasons for the failure were, first, because the average ranch 

shipper. could not take advantage of the long haul reductions. The 
market for his class of live stock was the corn belt farmer. Shipping 
to the more eastern market, and shipping through the corn belt to 
its eastern edge would involve a back haul to the feeding territory. 
This is economically unsound, is in direct opposition to the normal 
flow of traffic, and to the normal methods of handling this class 
of live stock. * * * The second reason for the failure of the twenty 
per cent reduction to be of any material benefit to the range pro- 
ducer was because the live stock industry is interdependent in all 
of its various branches. The ranch man is dependent upon the corn 
belt feeder for a market. The record in this case is replete with 
testimony to the effect that the disabilities of the corn belt feeder 
would be immediately reflected back to the rancher. Instead of the 
transportation of western cattle being one long haul to the market, 
they are actually two short hauls, or normally three short hauls, 
moving to the western market, from the western market to the 
feeder, and from the feeder to the ultimate market for slaughter. 
It is not our contention that that is the history of all live stock, 
but it is in.the main the history of live stock raised west of the 
100th meridian. All of these three movements are short hauls made 
on the high short haul rates. The feeder constituting the market 
for the western range was also handicapped by the twenty per cent 
reduction diverting the flow of live stock, and concentrating it in 
a few markets in the east, thereby causing declining prices. The 
declining prices for fat live stock were immediately reflected in his 
ability and willingness to pay for the stockers which he purchased. 
Therefore, the diversion of traffic occasioned by the twenty per cent 
reduction, while it did not materially divert range live stock, did 
have the effect of depressing the prices thereof, and this price de- 
pression more than offset any of the advantages which might be 
gained by a freight rate reduction. The record clearly substantiates 
this analysis. It shows that prices for range live stock follow prices 
for fatted live stock almost uniformly. It shows a decline in price, 
and a recovery of prices much slower than other commodities. These 
conditions largely can be traced to the disorganized condition in 
which live stock markets found themselves by reason of arbitrary 
changes in rate relationships. 


Discussing the question of financial results of the proposal 
that a 15 per cent reduction be made in the short haul rates, 
the exchange said the carriers had raised “a very serious objec- 
tion to the reduction of rates on the ground that the reduction 
was material and would actually effect such a loss in revenue 
as to endanger the financial solvency of the carriers.” It then 
said its proposal would not have a drastic effect upon the car- 
riers’ revenue. Continuing, it said: 


On page eight of Mr. Wettling’s Exhibit Number 51 he shows that 
80.08 of the railroad mileage in the western division received a gross 
revenue from carload traffic of $1,208,845,109.56, and from live stock 
a revenue of $66,386,540.50. Assuming that ninety per cent of the 
income is attributable to short haul traffic, which would naturally 
be something over ninety per cent of the total transportation, the 
amount then received from the short haul live stock traffic would 
equal $59,747,876.45. A fifteen per cent reduction thereon would 
equal $8,962,181.40, which equals seventy-four one-hundredths of 
one per cent of the gross carload revenue. Applying the same 
analysis to page one of Mr. Wetting’s exhibit upon the estimated 
revenue for the entire western district would mean a reduction of 
$10,335,465, which also is seventy-four one-hundredths of one per 
cent of the estimated revenue, and deducting this from the revenue 
actually earned as thereon shown would still leave a rate of re- 
turn of 3.83 per cent upon a valuation of $9,504,000,000, that being ap- 
proximately the valuation of the western carriers. It is true that 
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this reduction would not fall uniformly upon the various carriers, 
and so we herewith show the application of this reduction upon the 
leading carriers for which figures are available in the exhibits filed 
in this case, and in large measure those who testified in this case. 
It will be noted that the reduction would amount to slightly more 
than one agd four-tenths per cent of the gross carload revenue in 
the highest instance, and to approximately thirty-two one-hundredths 
of one per cent in the lowest instance. 


After submitting tables showing the figures referred to, 
the exchange said they showed that its proposal could not in 
any way be considered confiscatory. Continuing, it said: 


That it represents but a small item in the gross carload revenue, 
and the good that would be accomplished by a proper adjustment of 
live stock rates would, in our opinion, stimulate the live stock in- 
dustry sufficiently to more than make up the loss that could be 
expected under the present system of rates. In the second place, this 
reduction from gross revenue would in all likelihood not mean a 
similar reduction in net revenue. The testimony shows that the 
long hauls are expensive hauls, and if the readjustment of rates 
effected a diversion back to the more uniform marketing it would 
mean a greater percentage of short hauls, and thus reduce the 
operating expense per car to the carriers. 

We are definitely of the opinion that the record in this case 
clearly shows that the rate structure has been badly distorted by 
the various rate increases and reductions; that this distortion has 
been and continues to be a discrimination against the western mar- 
kets, and against the short haul shipper; that this has had a de- 
pressing influence upon the live stock industry and has been a con- 
tributing factor to the disability of the live stock industry to re- 
cover from the post-war slump. That there is nothing of record in 
this case to warrant the perpetuation of the present system; that 
both long and short haul rates should be put upon the same rela- 
tive basis, and that this should be done by the reduction proposed 
by this intervener rather than by any increases, for the reason 
that the live stock industry cannot under present circumstances bear 
higher rates, and the reduction we have urged would not reduce the 
revenue of the carriers beyond their powers of absorption. 


Carriers’ Supplemental Brief 


Ten central western railroads, in No. 15686, American Na- 
tional Livestock Association and the cases consolidated there- 
with, by means of a supplemental brief, have set forth particular 
reasons why the rates on livestock should not be reduced to the 
1917 level, but, on the contrary, should be increased twenty per 
cent to the end that adequate transportation may be assured. 
They have pointed out that the livestock revenue collected by 
them in 1923 constituted 65.51 per cent of the total, $75,559,000, 
although their mileage constituted but 40.30 per cent of the total 
in the western district. The ten making that supplemental 
argument are the North Western, the Omaha, the Chicago Great 
Western, the Milwaukee, the Rock Island, the Wabash, the 
Alton, the Burlington, the Quincy, Omaha & Kansas City and 
the Union Pacific system. 


The record in the case, the brief asserts, pertains almost 
exclusively to rates on cattle and the. evidence shows the attack 
is principally in respect of the range situation in the southwest, 
from which none of the ten operates except the Rock Island, 
which derives the bulk of its livestock revenue from livestock 
transportation from Iowa. Wherefore they asserted it was 
clearly apparent that any general reduction in livestock rates 
would affect the ten more to their detriment than it would car- 
riers whose livestock traffic was relatively less important. 
Furthermore they said it would appear that among those heavy 
carriers of livestock were lines which could not continue main- 
tenance of adequate transportation in the face of a diminution of 
their revenues. 


“Instead,” says the brief, “these are carriers, generally 
speaking, which: are in urgent need of relief through rate in- 
creases. An increase of twenty per cent in their livestock rev- 
enues would be of particular benefit to them. They serve that 
portion of the livestock industry which is distinctly the most 
prosperous, that is, the corn belt states, where hog production 
is heavy, and states to the west where there is a considerable 
movement of sheep. Further, in the territory which they serve, 
the cattle industry is in a distinctly prosperous condition. Few, 
if any, complaints are registered by the feeders of cattle and 
none by those who are producing so-called ‘baby beef’ for 
slaughter.” 

These carriers therefore present in this brief an analysis 
of the effects upon their individual properties of a horizontal 
reduction in the rates on livestock and of the urgent necessity 
which now confronts them of obtaining additional revenue, 
rather than further reductions. 

On the basis of 1917 rates and 1923 tonnage the brief asserts 
the North Western would have had a reduction in revenue of 
$3,346,431 to add to the difficulties it experienced in that year, 
when its preferred dividend had to be paid out of non-operating 
income and its dividend on common stock had to be reduced to 
4 per cent. Among other facts brought out in connection with 
the North Western was that from 1913 to 1923 wages had in- 
creased by 126 per cent, operating expenses and taxes by 125 
per cent, while revenue, notwithstanding increased tonnage and 
increased operating expenses, had increased only 87 per cent. 
On the basis of rates sought the livestock revenue per car-mile 
would have been only 55 per cent of the average cost per car- 
mile in 1923 and only 57 per cent in 1924. 

Similar statistics were given in respect of the other nine. 
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In respect of the Chicago Great Western, the brief said it seemed 
unlikely that that carrier could meet interest charges on $41,- 
960,775 of bonds and notes outstanding if there was a reduction. 
Regardless of the outcome of the receivership of the Milwaukee, 
or what reorganization may be affected, the brief says it is 
apparent that the Milwaukee cannot function properly unless 
it is permitted to charge rates more nearly commensurate with 
the increased cost of operation. 

In summing up the arguments for the Rock Island, the brief 
says it is submitted that that road cannot continue to maintain 
adequate transportation without additions to its revenue rather 
than deductions therefrom. The Wabash, it was pointed out, 
had paid no dividend on its common stock since it went through 
receivership and only recently paid one on its preferred. Similar 
observations were made respecting the Alton, still in receiver- 
ship, and the Quincy, Omaha & Kansas City, a part of the Bur- 
lington system. A decrease in rates, it was pointed out, would 
simply increase its deficits. 

As to the Burlington and the Union Pacific, it was pointed 
out that the Burlington pays its dividends on a small amount of 
capital stock, but does not earn a fair return on the value of its 
property, even if the dividend on the common stock is 10 per 
cent, and that the Union Pacific would lose about 35 per cent of 
its livestock revenue were the requested reduction granted. Sum- 
ming up the treatment of each of the ten roads, the brief says: 

We do not understand that it is the purpose of the transporta- 
tion act, 1920, or of the Hoch-Smith resolution, to tear down the most 
prosperous and strategically located railroad companies of the United 
States. If, under a rate basis imposed by public authority, even such 
a railroad as this will fail to earn the return which the Fifth Amend- 
ment to the federal Constitution guarantees, then it is apparent that 
the whole scheme of rate making is unconstitutional and void and 
denies to all carriers due process of law and just compensation for 
their property devoted to the public use. The maintenance of adequate 
transportation by railroad in the United States cannot long be 


continued under a system of regulation which would have the effect 
of leveling down the strong railroads to the basis of the weak ones. 


The time for filing briefs in the case has been extended 
until July 16. Reply briefs may be filed up to August 4. 


C. & N. W. INTRASTATE FARES 


/ Hearing was begun in Docket 11703, in the matter of pas- 
senger fares between intrastate points in Illinois to the extent 
that they are alleged to be prejudicial and discriminatory against 
interstate rates, before Examiner E. J. Smith at Chicago, June 
29. The Chicago & North Western has proposed to increase its 
suburban fares 20 per cent and the communities involved were 
— at the hearing and were opposed to the boost in 
ares. 

Shortly after the opening of the hearing, Mr. Slater, rate 
expert of the Illinois commission, entered an objection to the 
hearing taking place, on the ground that the Illinois body should 
be represented and should take part, but was unable to do so 
because it had not been aware early enough of the date when 
the hearing was to be held. Examiner Smith ruled that the 
hearing might properly proceed, and Mr. Slater made the state- 
ment that it would be the first time in the history of the state 
commission’s proceedings that the Interstate Commerce Commis- 
sion had not co-operated with it. Examiner Smith pointed out 
that it was not*known whether or not the Commission would 
issue an order without co-operation, but that the C. & N. W. 
was merely availing itself of its legal right to be heard in the 
matter so far as interstate fares were affected, 

A. R. Thompson, assistant general passenger agent, C. & 
N. W., testified as to the fares involved, saying that interstate 
fares had increased nearly 80 per cent since 1913, while intra- 
state fares had only been raised about 32 per cent. He entered 
an exhibit showing the per cent of increases in wages, living 
expenses, and other fares. He put in other exhibits to show 
how interstate rates were being affected. In one instance, where 
the fare from Chicago to Harvard, Ill., was $1.22, and the one- 
way interstate fare from Harvard to Janesville, Wis., was 86 
cents, the interstate fare from Chicago to Janesville was $2.74, 
making a difference between the two fares to Janesville of 66 
cents and defeating the interstate rate to that extent. 

The Chicago & North Western completed its case June 30 
and, in the absence of any further testimony from the repre- 
sentatives of communities opposed to the advance, the hearing 
was closed. 

G. B. Vilas, general manager, the C. & N. W., entered testi- 
mony with relation to the details of operation of trains in sub- 
urban service, offering exhibits to establish the type of engines 
and cars in use, the wages paid to employes and the number 
of trains operated. 

G. W. Hand, assistant to the president, testified with regard 
to the valuation of properties involved in suburban service, say- 
ing that it would cost the road $20,464,954 to reproduge railroad 
properties in that service, not including equipment. 

Following the completion of their case by representatives 
of the C. & N. W., Examiner Smith asked representatives of 
commuters whether or not they had testimony to offer. Joseph 
Keig of Lockport said he was not prepared to present testimony, 
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because he had received no notification of the hearing, but that 
he wanted to request a continuance of the case until such time 
as he could get ready the evidence he desired. Examiner Smith 
said it was not possible for him to grant the continuance, al- 
though Mr. Keig might, of course, petition the Commission for 
the extra time. A. E. Hueneryager of Zion City said he would 
rely, for testimony, on that part of the commuters’ testimony 
entered at the hearings in 1920. 

R. N. Van Doren, counsel, the C. & N. W., in making a state- 
ment at the close of the hearing with regard to the road’s wil- 
lingness to extend voluntarily the suspension of the tariffs in- 
volved beyond July 15, the date of the expiration of the sus- 
pension period, said the road felt that it could not extend that 
period any Ionger. He said the carrier had been operating its 
suburban service at a loss of $1,250,000 a year, and that, even 
if the 20 per cent increase sought were granted, the road would 
still be losing $631,176 annually. He also pointed out that, by 
comparison with other suburban services in metropolitan dis- 
tricts in the east, the C. & N. W. service was cheaper. For all 
those reasons, he said, he thought the road was entitled not to 


have to wait any longer for its chance to receive increased 
revenue. 


NICKEL PLATE SECURITIES 


The New York, Chicago & St. Louis Railroad Company has 
been authorized (1) to issue two 6 months 4% per cent promis- 
sory notes, one for $8,138,750 and the other for $1,436,250, the 
proceeds to be used to pay $9,575,000 of Toledo, St. Louis & 
Western Railroad Company prior lien 3% per cent gold bonds 
maturing July 1, 1925; (2) to issue $10,000,000 of Toledo, St. 
Louis & Western Railroad Company first mortgage 4 per cent 
gold bonds in exchange for a like amount of Toledo, St. Louis 
& Western Railroad Company prior lien 31% per cent gold bonds, 
said bonds so issued in exchange to be pledged with the trustee 
under applicant’s refunding mortgage; and (3) to issue $9,575,000 
of New York, Chicago & St. Louis Railroad Company refunding 
mortgage 5% per cent gold bonds, series B, in refundment of 
$9,575,000 of the Toledo, St. Louis & Western Railroad Company 
prior lien 3% per cent bonds paid at maturity, said refunding 


mortgage bonds to be pledged as collateral security for said note 
for $8,138,750. 


FAVORS NICKEL PLATE MERGER 


The following resolution, adopted at a meeting of the ex- 
ecutive committee of the Chicago Association of Commerce, has 
been transmitted to the Commission: 


Resolved, That the Chicago Association of Commerce, after due 
consideration by its executive committee, favors the consolidation 
of the properties of the New York, Chicago & St. Louis Railroad 
Company; the Chesapeake & Ohio Railway Company; Erie Railroad 
Company; the Hocking Valley Railway Company; and Pere Mar- 
quette Railway Company; subject to such terms and conditions as 
the Interstate Commerce Commission, as a result of the extensive in- 


vestigation now pending, may find just, reasonable, and in the public 
interest. 


CONSTRUCTION OF LINES 


The Southern Pacific Company has been authorized to con- 
struct an extension of a branch line in Calaveras county, Cali- 
fornia, and to acquire control by lease of the Lake Tahoe Rail- 
way & Transportation Company in California. 

Counsel on both sides in the case of the application of the 
New York, Pittsburgh & Chicago for authority to build a new 
line of railroad from Allegheny City to Easton, Pa., have agreed 
to submit the case on the testimony already presented and no 
further hearings will be held. It had been planned to resume 
the hearings June 30. Briefs will be filed within 30 days. A 
tentative report on the application may be issued by the 
Commission. 

The Missouri Pacific and the Illinois Central have been au- 
thorized by the Commission to construct and operate a branch 
line in St. Clair and Monroe counties, Illinois, from a connection 
with the Missouri Pacific near South Dupo easterly to Columbia 
Quarry, near Krause, a distance of 3.5 miles. 


ACQUISITION OF LINES 


The Southern Pacific Comuany has applied for authority to 
acquire control of the Nevada-California-Oregon Railway by 
stock ownership. The line extends from a connection with 
applicant’s line at Wendel to Alturas, Cal., and Lakeview, Ore., 
a distance of approximately 154 miles. The line is of 3-foot 
gauge and a natural feeder to applicant’s line, according to the 
application, and the applicant proposes to convert the line to 
standard gauge. This conversion will provide better service to 
the public, will eliminate delay and expense of transfer at Wen- 
del, and by means of an extension of the Oregon, California & 
Eastern Railway, according to the application, applicant pro- 
poses to construct a line between Klamath Falls, Ore., and a 
point of connection with the N.-C.-O. line, thus providing an addi- 
tional route between Oregon and the East. 

The Chicago, Springfield & St. Louis Railway Company has 
asked for authority to acquire and operate a line of railroad 
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from Springfield to Lock Haven, Ill., a distance of approximately 
78 miles, and to retain excess earnings therefrom. The appli- 
cant, a new corporation, proposes to acquire that part of the 
property heretofore owned and operated by the Chicago, Peoria 
& St. Louis Railroad Company and its receivers, recently sold 
under foreclosure. The company proposes to issue and sell 
$500,000 of first mortgage 6 per cent bonds, 5,000 shares of 6 
per cent preferred capital stock, each of the par value of $100, 
4,000 shares of its common capital stock, each of the par value 
of $5. The applicant has issued 1,000 shares of common capital 
stock, each of the par value of $5. Public convenience and neces- 
sity require the operation of a railroad in the territory involved, 
the line serving two county seats, two important industrial and 
manufacturing centers, coal mines and other industries, as well 
as a rich agricultural territory, according to the application. 


UNCONTESTED FINANCE CASES 


The Shamokin, Sunbury & Lewisburg Railroad Company has 
been authorized to extend from July 1, 1925, to July 1, 1975, the 
maturity of $1,000,000 of first mortgage bonds, and to extend 
from July 1, 1925, to July 1, 1945, the maturity of $1,000,000 of 
second mortgage bonds. 

The High Point, Thomasville & Denton Railroad Company 
has been authorized to renew and discount at 6 per cent of par 
seven promissory notes aggregating $200,000. 

The Pearl River Valley Railroad Company has been author- 
ized to issue $35,000 of promissory notes in renewal of out- 
standing notes, and/or $35,000 of promissory notes to be sold 
at not less than par and accrued interest. 


FINANCE APPLICATIONS 


The Lake Erie, Franklin & Clarion Railroad Company has 
applied for authority to issue $17,669.50 of short term notes in 
connection with the acquisition of a combination passenger and 
baggage gasoline rail motor car. 

The Southern has applied for authority to guarantee $400,- 

000 of Jacksonville Terminal Company’s refunding and extension 
mortgage 5 per cent gold bonds. 
‘ The Virginian Terminal Railway Company has applied for 
authority to issue $492,000 of first mortgage 5 per cent bonds 
as against expenditures for improvements to its property and 
to deliver the bonds to the Virginian Railway Company in 
satisfaction of indebtedness on account of advances for the im- 
provements. The Virginian asked authority to guarantee the 
bonds and to have issued nominally its own bonds for a like 
amount. In a separate application the Virginian asked authority 
to issue nominally $3,109,000 of first mortgage fifty-year 5 per 
cent gold bonds for the purpose of reimbursing its treasury for 
expenditures from income and to provide funds for anticipated 
requirements in the future. 

The Chicago, Rock Island & Pacific has applied for authority 
to issue $450,000 of first and refunding 4 per cent mortgage gold 
bonds to reimburse it for funds expended in the payment of a 
like amount of consolidated first mortgage gold bonds of the 
Rock Island & Peoria Railway Company. ‘The applicant said 
no arrangements had been made for the sale of the securities. 

The Toledo, Angola & Western Railway Company has ap- 
plied to the Commission for authority to issue 3,000 shares of 
no par common capital stock in exchange for 3,000 shares of 
applicant of the par value of $100 each, and $350,000 of 6 per 
cent coupon first mortgage bonds. The applicant said the pur- 
pose and object to be achieved by its refunding or refinancing 
plan was to put in its treasury an amount of the new first mort- 
gage 6 per cent bonds sufficient to enable the company to obtain 
a compromise and settlement of all of its indebtedness as of 
June 1, 1925, which would result in relieving the company of all 
indebtedness as of that date, except current liabilities. 


LOSS AND DAMAGE REDUCED 


Claims growing out of loss or damage to freight shipments, 
as compared with the volume of traffic handled, were the small- 
est the first three months this year of any corresponding period 
on record, according to reports filed by the carriers for that 
period with the freight claims division of the American Rail- 
way Association, which says: 


Loss and damage claims paid in that period by the railroads 
amounted to $10,444,139, although the number of cars loaded with 
revenue freight in January, Februafy and March in 1925 was the 
greatest ever handled by the carriers at that season of the year. 

The total claims paid was a reduction of more than 23 per 
cent under the corresponding period in 1924 and a decrease of nearly 
5 per cent under the same period in 1923. It also was a decrease of 
nearly 30 per cent under the first quarter in 1922 and 64 per cent 
below 1921. 

This substantial reduction in the amount of loss and damage 
claims resulted not only from the intensive efforts of the railroads to 
secure greater economies in operation but also to greater efficiency in 
operation and more careful handling of freight cars. The railroads, 


in co-operation with the shipping public, are continuing their efforts © 


to reduce the number of loss and damage claims in the hope of es- 


a a new low record this year in the amount of such claims 
paid. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec alist 
on interstate commerce law, Foe is a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in th's department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 4 

Address Quest‘ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C 
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Freight Charges—Consignee Not Liable for Where Amount of 
Damage to Shipment Exceeds Charges 
Florida.—Question: In ‘Michie, Vol. I,” Par. 960, p. 683, we 
find the following: 


Payment of Freight as Condition Precedent: A carrier is 
ordinarily entitled to retain possession of the goods shipped until 
the freight charges thereon are paid; but, when the carrier 
negligently delays the delivery of the goeds, so that the dam- 
ages occasioned by such delay equal or exceed the amount of 
freight due for transportation, the consignee may rightfully 
demand the delivery of the goods without payment of the freight 
and a refusal by the carrier to surrender possession upon such 
demand is wrongful and amounts to a conversion. 6 Cyc. 497. 
Kansas; Missouri Pac. R. Co. vs. Peru-Van Zandt Imp. Co., 73 
Kan. 295, 85 Pac. 408, 87 Pac. 80,6 L. R. A., N. S., 1058, 1059, 117 
Am. St. Rep. 468, 9 Am. & Eng. Am. Cas. 790; Missouri Pac. R. Co. 
vs. Goodholim, 61 Kan. 758, 60 Pac. 1066. South Carolina: Miami 
Powder Co. vs. Port Royal, etc., R. C., 38 S. C. 78, 16 S. E. 339, 21 
L. R. A., N. S. 123, 55 Am. & Eng. R. Cas. 688. Vermont: Dyer vs. 
Grand Trunk R. Co., 42 Vt. 441, 1 Am. Rep. 350. Washington: Moran 
Bros. Co. vs. Northern Pacific R. Co.. 19 Wash. 266; 53 Pac. 49, 1101. 
“In the case of Moran Bros. Co. vs. Northern Pacific R. Co., 19 
Wash. 266, 53 Pac. 49, the Supreme Court of Washington said: 
‘If a carrier has negligently delayed delivery of goods, or other- 
wise subjected itself to liability for damages in respect to the 
property carried, equal to or grater than the amount of the freight, 
the consignee may maintain replevin without tender; and the 
claim for freight, and the claim for damages may be adjudicated 
in the replevin suit.” Missouri Pac. R. Co. vs. Peru-Van Zandt 
Imp. Co., 73 Kan. 295, 85 Pac. 408, 87 Pac. 80, 117 Am. St. Rep. 468, 
6 L. R. A. N. S. 1058, 9 Am. & Eng. Ann. Cas. 790.’’ 

If property is damaged, while in the charge of a common Car- 
rier, to a greater extent than the bill for freight, the lien of the 
earrier is extinguished; and the consignee not only has the right 
to demand the property of the carrier without payment of the 
freight charges, but retention by the carrier amounts to a con- 
version, for which trover will lie. Miami Powder Co. vs. Port 
Royal, etc., R. Co., 38 S. C. 78, 16 S. EB, 339, 21 L. R.A., N. 8S. 123; 
Ewart vs.: Kerr (S. C.). Rice, 203, followed. biskde 4 

Not Hardship on Carrier.—In argument the plaintiff in error 
objected to the rule stated by this court because of the embarrass- 
ment which might be imposed upon carriers by dissatisfied ship- 
pers. But the rule contended for by it would, in our view, enable 
carriers to impose much greater embarrassment upon shippers. 
A rule which would require a shipper to pay his debt to a carrier 
who owes him a greater sum does not seem to be a just and fair 
way to settle a controversy. Missouri Pac. R. Co. vs. Peru-\ an 
Zandt Imp. Co., 73 Kan. 295, 85 Pac. 408, 87 Pac. 80, 117 Am. St. 
Rep. 468, 6 L. R. A. N. S., 1058, 9 Am. & Eng. Ann. Cas. 790. 


We understand from these cases that if a consignee can 
show negligence on a carrier’s part, thereby damaging his goods 
so that they will not bring the amount of freight due for trans- 
portation, the consignee can demand delivery of his goods with- 
out payment of freight. 


What, in your opinion, is necessary for a consignee to show 
in an instance of this kind? Must the consignee file a state- 
ment with the delivering agent of negligence, and request that 
the shipment be delivered without payment of freight; must he 
give affidavit that the damages were equal to the amount of 
freight? Would the shipper be liable for freight charges if, as 
might happen in the case of a carload of perishables, the pro- 
ceeds realized should lessen the amount of damages so that they 
would not exceed freight charges by a small amount? 

Answer: In Mo. Pac Ry. Co., vs. Peru-Van Zandt Imp. Co. 
85 Pac. 408, the court held that when a common carrier negli- 
gently delays the delivery of goods, so that the damages occa- 
sioned by such delay exceed the amount of freight due for the 
transportation of such goods, the consignee may rightfully de- 
mand the delivery of the goods without payment of freight and 
a refusal by the carrier to surrender possession upon such de- 
mand is wrongful and amounts to a conversion. 

A demand by the consignee for delivery, without payment 
of the freight charges where the amount of damage exceeds the 
charges, is all that is necessary to impose the obligation to 
deliver upon the carrier. Such a demand need not, as we see 
it, be in any particular form. 

Necessarily, a delivery under such circumstances can only 
be legally required where the damage to the shipment exceeds 
the amount of the freight charges thereon. If the damage does 
not exceed the amount of the freight charges a carrier could 
not be held in conversion for its refusal to make delivery until 
the charges were paid nor for further damage to the shipment 
while being held for freight charges pending the sale of the 
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shipment, under the provisions of Section 4 of the Uniform Bill 
of Lading. 

Apparently the consignee or owner of the shipment must 
take the above matters into consideration in determining 
whether he will refuse payment of the freight charges on a 
damaged shipment. 

Liability of Steamship for Loss to Cargo Caused by Fire. 

Georgia.—Question: Shipment was made via A Railroad from 
Philadelphia to New York in care of the B Steamship Company 
to Miami, Florida. 

The shipment was destroyed while in custody of the B. S. 
S. Co. on account of one of their steamers burning. The rates 
covering this shipment are carried in B. S. S. Co. Tariff, which 
do not include marine insurance and the shipment was not in- 
sured on face of bill of lading. ‘ 

Your advice as to whether or not there is any opportuniyt 
for recovery from the carriers in this case will be appreciated. 
The carriers have cited Section 9, paragraph C of bill of lading 
for declination. 

Answer: Paragraph 11 of Section 20 of the Interstate Com- 
merce Act, known as the Cummins Amendment, which imposes 
liability upon the initial carrier for loss or damage occurring on 
its line or that of a connecting line contains the following pro- 
vision: “Provided, that if the loss, damage, or injury occurs 
while the property is in the custody of a carrier by water the 
liability of such carrier shall be determined by and under the 
laws and regulations applicable to transportation by water, and 
the liability of the initial carrier shall be the same as that of 
such carrier by water.” 

While a fire is not an “act of God,” unless caused by light- 
ning, by an act approved March 1, 1851, chapter 43 (Revised 
Statutes, Sec. 4282, Congress has provided that no owner or 
owners of any ship or vessel shall be liable to answer for or 
make good to any persons, any loss or damage which may 
happen to any merchandise whatsoever, by reason or by means 
of any fire happening to or on board the said vessel, unless 
such fire is caused by the design or neglect of such owner. 
Constable vs. National S. S. Co., 154 U. S. 51; Providence & 
New York S. S. Co. vs. Hill Mfg. Co., 103 U. S. 5, 78. Vessel 
Owners are exempted by the act from liability for loss by fire 
from negligence of their officers and agents, in which the own- 
ers did not participate, but not from fire caused by the design 
or neglect of the owners, and negligence and knowledge of the 
president and directors will be attributed to the corporate 
owner. 

Whether recovery for the loss of the shipment can be had 
from the steamship company depends upon whether the fire 
was caused by the design or neglect of the owners of the vessel. 
Liability of Steamship for Loss to Cargo by Fire When Ship- 

ment is Transhipped 

Ohio.—Question: Shipment forwarded by us to Miami, 
Florida, routed via rail to New York, thence by steamship line 
covered by through rail bill of lading. It was the understanding 
shipment would be handled from New York to Miami on through 


steamer, but for some reason, this was not done, shipment being: 


handled from New York to Jacksonville and there transferred 
to another steamer for Miami, the latter steamer developing 
fire at sea and being destroyed with total loss of ship and cargo. 

Customarily, our bills of lading covering such shipments 
show notation “Marine Insurance $ .’ In this instance, 
shipping clerk overlooked instructions and failed to show such 
notation on bill of lading and the steamship company have indi- 
cated that claim would not be honored if presented to them 
unless shipment was covered by their marine policy. 

Please advise if they may be held liable for value of the 
shipment. They advise that except for marine perils, their lia- 
bility is the same as that of land carriers. Is the fire loss prop- 
erly a marine feature or can we hold the steamship company 
liable under their statement that their responsibility for ship- 
ments is the same as that of land carriers with exception of 
marine perils, which would be covered by their open policy? 

Had the shipment been handled from New York through to 
Miami on the steamer for which it was intended and on which 
it left New York City, the loss would not have occurred but as it 
was transferred at Jacksonville to the steamer that was later 
destroyed by fire, it appears to us the steamship company’s 
liability for the damage is enhanced thereby. Please advise 
your opinion as to this feature. 

Answer: With respect to the liability of a steamship com- 
pany for loss by fire see our answer herein to “Georgia,” under 
the caption “Liability of Steamship for Loss to Cargo Caused by 
Fire.” 

With respect to the carrier’s liability for loss by fire or other- 
wise where the carrier transships the goods, Sections 444, 455 
and 456 of Ruling Case Law provide: 


A deviation is a voluntary departure without necessity or 
reasonable cause, from the regular and usual or agreed course of 
a voyage. Deviation may consist also in other departures from 
the agreed or customary route or method of transportation, such 
as taking another vessel in tow, shipping by a vessel other than 
the one specified in the contract of affreightment, shipping part 
of the way by rail when all-water carriage was stipulated for, or 
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carrying the goods beyond the delivery point. Whether there has 
been a deviation or not, upon given facts, is a question of law 
for the court to determine. 

As agent of the owners, the master of a vessel is bound by 
the contract of affreightment to carry the goods to their place of 
destination in the very ship specified in the bill of lading, unless 
he is prevented from so doing by the act of God, the public en- 
emy, or by the act of the shipper, or from some one of the perils 
expressly excepted in the contract of shipment. 

Transshipment of the frfeight, without a legal excuse, how- 
ever competent and safe the vessel into which the transfer is 
made, is a violation of the contract, an infringement of the right 
of the freighter, and subjects the carrier to liability if the 
freight be lost even by a cause otherwise excepted. (Cox vs. 
Foscis, 37 Ala. 505, 79 Am. Dec. 69; Carr vs. Steamboat Michigan, 
27 Mo. 196, 72 Am. Dec. 257; and see Supra. par. 450.) However, 
when the vessel is wrecked, or otherwise disabled in the course 
of the voyage, and cannot be seasonably repaired to perform the 
voyage, or cannot be repaired without too great delay and expense, 
the master is at liberty to transship the goods and send them 
forward in another vessel, so as to earn “the whole freight. If 
another vessel can be had in the same or a contiguous port, or 
at one within a reasonable distance, he is not only entitled, but 
it becomes his duty, under such circumstances, to procure it and 
transport the goods to their place of destination. But it is not 
incumbent upon him to procure a vessel elsewhere than in the 
port of discharge or in a port in the immediate vicinity. The 
right and duty to transship is based strictly upon necessity. Mere 
stranding of the vessel does not in all cases produce this necessity, 
for unless a disaster occurs in the port of destination, or so near 
it that the voyage may be regarded as ended, the master, if the 
goods are not perishable, has the right and, if practicable, it is 
his duty to get off the ship, reload the cargo, and prosecute the 
voyage to its termination, and no consideration of mere con- 
venience to him will justify a transshipment. A moral necessity 
is sufficient to justify the transshipment, and this will be deemed 
to exist where the circumstances were such that a master of 
reasonable prudence and discretion, acting upon the pressure of 
the occasion, would have made the transshipment, from a firm 
opinion that unless the transshipment was made the vessel 
could not be delivered from the peril at all, or not without a hazard 
or an expense utterly disproportionate to her real value. 

The bill of lading sometimes confers upon the vessel owner 
in express terms the privilege under certain circumstances, as 
in the event of low water, to reship the goods to another destina- 
tion in another craft, and charge the consignee with the increased 
expense. This privilege is solely for the shipper’s benefit, to 
secure him the privilege of as great a portion of the freight as 
he could earn, and to throw an owner of the goods any increase of 
expense. It does not release him from his obligation to carry 
and deliver the goods at their destination, or discharge him from 
any liability at the destination for any loss occurring on shore, 
or on the boat on which the goods were reshipped, if under like 
circumstances he would be liable had the loss occurred on his own 
boat. If, however, the goods are lost on the vessel on which they 
are reshipped, by a peril which would excuse the carrier if the 
loss had occurred on his own boat, he will not be responsible if 
he has the privilege of transshipment. The privilege confers only 
the right of transferring goods to another vessel for the purpose 
of being transported to the port of destination and does not 
authorize the temporary storing of them on a wharfboat at the 
point of reshipment, and the carrier is liable for their loss on-the 
wharfboat, even though this be the usual and customary mode 
of reshipping. The landing of the goods for the purpose of reship- 
ment or their temporary storage where expressly permitted, does 
not transform the carrier’s liability into that of warehouseman. 
The privilege of reshipment implies an obligation to reship when 
necessary and practicable to complete the voyage; and the addi- 
tional expense is chargeable to the original vessel unless it be 
chargeable to the owner of the goods by express contract or 


custom. 
Demurrage—Coal Refused by Consignee Railroad Held on Rails 
of That Carrier 

Pennsylvania.—Question: Twenty carloads of coal were 
shipped by a mine owner from (A) destined to junction, (B) 
consigned to a railroad company connecting at junction (B). 
The railroad consignee elected to move these cars to point (C) 
on their line ten miles from junction of interchange at which 
point (C) the railroad consignee refused to accept the coal. 

Shipper was notified of refusal. There was no means of 
disposing of the coal within any reasonable distance from point 
of refusal (C). After considerable time cars were moved to 
point (B) where coal was dumped. 

The railroad consignee assessed shipper demurrage for the 
period of time cars were held at point (C). 

The point in question is whether or not the railroad con- 
signee had a legal right to assess this demurrage in view. of the 
fact that it was impossible for the shipper to dispose of this 
coal and finally had to dump it at point (B). 

” Answer: Unless the shipment comes within the provisions 
of Section B-1 of Rule 1 of the Uniform Demurrage Rules, i. e., 
that the title to the coal had passed to the railroad, notwith- 
standing its refusal thereof, the shipper can, in our opinion, be 
required to pay the demurrage which accrued on the shipment. 
(See Sou. Ry. Co. vs. Albemarle Fertilizer Co., 124 S. E. 127; 
Bewley-Darst Coal Co. vs. N. & A. R. R. Co., 87 S. E. 703; Balti- 
more, etc. R. R. Co. vs. Luella Coal Co., 123 S. E. 572.) The 
refusal of goods by the consignee is a risk which the shipper 
runs when he forwards goods and affords no basis for a waiver 
of demurrage charges accruing during the time the shipper is 
endeavoring to dispoe of the goods. 

Freight Charges—Goods eyes While in Transit by an Act 
of God 

Oklahoma.—Question: Please give your opinion on the fol- 
lowing, citing pertinent cases, if possible: 

A carload shipment, billed collect from A to B, is struck by 
lightning at an intermediate point, X, and is destroyed by fire. 
It being conceded that this was an act of God and that the car- 
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rier was not liable for the loss of the goods, is the carrier en- 
titled to collection of freight charges on the shipment from A 
to X, or, had the charges been fully prepaid, what portion, if 
any, would be the shipper’s legal recovery? 


Answer: With respect to this question Section 311 and 312 
of Ruling Case Law provides: 


Under the common law, a carrier has the right to require the 
prepayment of charges as a condition precedent to the receipt and 
carriage of goods, but if they are received without payment in 
advance being required, the carrier is not entitled to payment 
of charges until its duty of carriage has been performed, either 
by delivery or an offer to deliver at the place of destination. 
(Grand Rapids, etc., Co. vs. Diether, 10 Ind. App. 206, 37 N. E. 391; 
Chicago, B. & Q. R. Co. vs. The W. G. Woodsides, 10 Ia. 465, 77 
Am. Dec. 125; Sonia Cotton Oil Co. vs. The Red River, 106 La. 42, 
30 So. 303; Wilson vs. Grand Trunk Ry. Co., 56 Me. 60, 96 Am. 
Dec. 435; Adams vs. Clark, 9 Cush. (Mass.) 215, 57 Am. Dec. 41; 
Pittsburgh, etc., Ry. Co. vs. Sheppard, 56 O. St. 68, 46 N. E. 61; 
Bird vs. Southern Ry. Co., 99 Tenn. 719, 42 S. W. 461). This 
because until such time freight is not deemed to be earned, unless 
the contract provides for the payment of freight pro rata intineris. 
Therefore, if the master of a ship unlawfully refuses to complete 
his voyage and transport the goods to the port of delivery, the 
owner is entitled to retake them without paying any freight, 
although they may have been carriers a portion of the distance. 
Nor is it sufficient that the goods have been carried to the port 
of destination, as, to perfect the right to freight, a carrier must 
_show that the contract of carriage has been strictly and fully 
performed by a delivery of the goods to the consignee named in 
the contract. 

From the discussion above as to the time when freight charges 
are due, the general rule may be deduced that if by reason of 
any event not imputable to the shipper, goods are never carried 
to their point of destination and delivered, the carrier can recover 
no portion of the freight charges stipulated for, the agreement 
for carriage by the parties being deemed to be the entire contract; 
and in such case, if any part of the freight has been paid in 
advance it must be refunded, unless there is a special agreement 
to the contrary. (Atwell vs. Miller, 11 Md. 348, 69 Am. Dec. 206.) 
This principle holds true even where delivery is impossible, as 
for instance, after the property has been lost or destroyed by an 
act of God, or of the public enemy or by peril excepted against in 
the bill of lading. (Griggs vs. Austin, 3 Pick (Mass.), 20, 15 Am. 
Dec. 175; Harris vs. Rand, 4 N. H. 259, 17 Am. Dec. 421 and note; 
Price vs. Hartshorn, 44 N. Y. 94, 4 Am. Rep. 645; China Mut. Ins. 
Co. vs. Force, 142 N. Y. 90, 36 N. E. 874.) However, pro rata 
freight is sometimes allowed, when the transportatoin has been 
interrupted or prevented by stress of weather or other cause. 
In such cases if the freighter or his consignee is willing to dis- 
pense with the performance of the whole voyage, and voluntarily 
accept the goods before the complete service is rendered, a pro- 
———s amount of freight will be due as “freight pro rata 

ntineris.” 

This principle was derived from maritime law, and it is said 
that the common law presumes a promise to that effect from the 
faet of acceptance. The ground on which this rule rests is that 
the owner who receives the goods at an intermediate port has 
the benefit of the transportation to that place, and this benefit 
is the foundation of the implied promise. The principle, therefore, 
is based on weight of a new contract and not on the right to 
‘recover on the principle contract. Besides it is presumed that 
if the goods were not accepted at the intermediate port, the 


carrier would convey them to the designated port and earn his 
whole freight. 


The cases cited above cover shipments transported by car- 
riers by water. However, in our opinion, the same rule governs 
the movement of goods by rail carriers. 


Freight Charges—Liability of Consignee for Demurrage Accru- 
ing at Point of Origin 


Missouri.—Question: Smith ships a carload of freight from 
A to B showing himself both consignor and consignee. Smith 


reconsigns the car from B to C showing himself consignor and 
Jones consignee. 


Carrier collected all transportation charges from Jones 
on delivery of freight. Later correction is issued by carrier 
demanding of Jones demurrage accruing at A. If Smith will 
not pay on demand, can Jones be coupled with Smith in suit to 
collect, considering the fact that this demurrage was not a 
part of transportation charges and that origin carrier should 


have collected at point of origin in lieu of acceptable guarantee 
from beneficiary of detention? 


Again, if Smith (while shown as consignor), was not the 
actual owner of freight when being loaded, and in fact had no 
part in detention of car, cannot carrier demand and sue parties 
actually contributing to detention? We take the position that 
Smith, by virtue of being consignor could not be held for default 
of Jones in payment of Jones’ liability for demurrage and con- 
versely that Jones cannot be held for the liability of Smith’s 
default. 

It seems to us that demurrage is so distinctly disassociated 
from the rate of transportation, switching, elevation, transit, re- 
consignment, etc., as not to be universally a part of transporta- 
tion. Certain it is, that here so far as issuance of contract 
for transportation, the demurrage was prior to that contract and 
its resultant charges, that the bill of lading was between carrier 
and Smith as consignor and consignee, leaving Jones free as 
a responsibility or guarantor to originating carrier. 


Kindly give us the benefit of anything bearing on a similar 
case. 


Answer: By the acceptance of goods from a carrier the 
consignee becomes prima facie liable for the payment of the 
freight charges thereon. P. C. C. & St. L. Ry. Co. vs. Alvin 
J. Fink, 250 U. S. 577. This rule, we believe, applies to demur- 
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rage or other transportation charges lawfully accruing on the 
shipment. 

However, under the principle of the decision in Davis, 
Director-General, vs. Akron Feed & Milling Co., 296 Fed. 675, a 
consignee cannot, in our opinion, be held liable for charges as to 
which he has no knowledge nor equal means with the railroad 
company of acquiring knowledge that such charges have not 
been paid at the time the shipment is delivered to him, as in 
the case of demurrage charges accruing at point of origin and 
as to which no notation is made on the freight bill presented 
by the carrier to the consignee for payment. 

Where demurrage accrues prior to the ownership of and 
prior to the relationship of shipper and carrier between the 
consignor of the shipment and the carrier, including that relation 
which exists during the time between the placing of the car for 
loading and the giving by the consignor to the carrier of for- 
warding instructions, we see no basis for the collection of 
demurrage charges by the carrier from the consignor of the 
shipment. 


Reparation—State Rates Found Discriminatory Against Inter- 
state Commerce 

Texas.—Question: What conditions have to exist before the 
Interstate Commerce Commission will have authority to make 
awards for reparation on intrastate shipments, excepting that 
the rate is unjust and discriminatory? 

Answer: The Commission has no jurisdiction over intrastate 
rates other than that conferred by Section 13 of the Interstate 
Commerce Act, under which section of the act the Commission 
may determine the measure of state rates when necessary to re- 
move undue prejudice to interstate shippers or unjust discrimina- 
tion against interstate commerce. With respect to an award of 
reparation where the Commission has found that intrastate rates 
result in undue prejudice to interstate shippers and unjust dis- 
crimination against interstate commerce see Continental Sugar 
Co, va. N. ¥. ©. R. RB. Co., 92-1. C. C. CTT 688). 


Routing—Duty of Carrier Where Rate and Route Are Shown in 
Bill of Lading, but Rate Is Not Applicable via Any Route 
Tennessee.—Question: It would be very much appreciated 

if you would advise if the Interstate Commerce Commission has 

ever issued a ruling covering the following occurrence and if so, 

I would like to be cited to the ruling and furnished with copy 

of same. 

Shipper tendered carrier a bill of lading carrying both a 
rate and a route, neither of which were correct. Carrier without 
notifying shipper forwarded car via the route indicated in bill 
of lading and assessed charges on a combination basis resulting 
in an overcharge of aproximately 12 cents per cwt. As stated, 
neither the rate nor the route were correct. 

In Conference Ruling 474, paragraph C, it is stated that the 
obligation lawfully rests upon carrier’s agent to refrain from 
executing a bill of lading which contains provisions that cannot 
lawfully be complied with, or provisions which are contradictory 
and therefore impossible of execution. The agent did not notify 
the shipper that the provisions as contained in the bill of lading 
were impossible of execution. a 

Answer: In Union Saw Mill Co. vs. St. I. M. & S. Ry., 40 
I. C. C. 661, the Commission held that where a rate and route 
were shown in the bill of lading and the rate did not apply 
via any route, the conflict between the routing instructions and 
the rate shown in the bill of lading made it the duty of the 
initial carrier to obtain further and definite instructions from 
the consignor, its failure to do so rendering it liable to the 
complainant for the additional charges resulting from its mis- 
routing, to the extent of the difference between the rate applic- 


able via the route of movement and the cheaper rate applicable 
via an available route. 


Delay—Snowstorm Held to be Act of God Excusing Carrier from 

Liability 

Michigan.—Question: We have sustained a great many 
heavy losses on car load shipments of potatoes during the winter 
months where cars have been delayed account railroads being 
snow bound. Carriers decline payment in such instances, dis- 
claiming liability account such conditions as being an “act of 
God.” Can you cite any precedent under such circumstances 
inasmuch as no apparent effort was made by carriers to protect 
lading from freezing during delay. 

Answer: The general rule as to the common carrier’s lia- 
bility with reference to the goods in his possession as carrier, 
and regardless of any contractual exceptions, is that he is 
liable for all loss or destruction of or injury to such goods, not 
occasioned by the act of God, or of the public enemy. The 
exceptional liability, in addition to that of an ordinary bailee 
for hire, is imposed by public policy. Therefore, where the loss 
is not due to the excepted causes, proof of negligence is imma- 
terial and the carrier cannot escape liability by proving reason- 
able care and diligence. 

Strict as are the rules of the common law in imposing on 
a carrier liability for goods lost in transportation, an act of God 
is a justification for failure to perform the contract of carriage 
and relieves the carrier of the liability for the loss of, or injury 


to, the goods concerned, unless the carrier has been guilty of - 
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MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing | *“™MN OR enna en 
innell System o ic ing 


Center in the United States Hannibal, Migouri 


April 4, 1925 
















Home of the Largest Merchandise ised atleast 
Warehouses in the South 1001 Falls Building 


Menphis, Tenn. 


THE MEMPHIS TERMINAL CORPORATION | «===: 


Thank you for your letter of March 30th. acknowledging receipt 
of our letter of March 27th. 

















Would you be interested in knowing that we are receiving better 
and quicker service from the Memphis Terminal Corp., than render- 
ed us from any of the other 26 warehouses used: by us in the 


We Invite Storage of All Kinds of GENERAL MERCHANDISE | gnitea states. 


And, may we further add, we tnink that we nave tne pick of tne 


POOL CAR DISTRIBUTION warehouses in the Cities from which we distribute our commodities. 
We believe iu telling our Warehouses when we do not approve of 
the service rendered us and we also believe in telling them when 
it pleases us. 










Warehouses of concrete construction, automati- 





Most of our correspondence has been with your Mr. Blackburn of 







— sprinkled, hag insurance rates. We oper- the Merchandise Department and we would like to extend to hin 

a ; our appreciation of the immediate attention ne gives our corres- 
e our own switc engine and connect with all seutnan’ end delivery orders and for she epirit of coopuuenten 
Railroads initial to Memphis, Tenn., as well as the displayed by him toward us. 








Mississippi Warrior Service who switch to our Yours very truly, 
Plant without additional switching charges on car a 
load lots. R 

Member A.W.A. teefrio Mer. 







Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. | “© 





Consult us regarding your 


WAREHOUSING _ 
— STORAGE 
sro DISTRIBUTION 


Connection 








Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 








Total General Storage Capacity 
9,706,000 Cubic Feet 


" 


Wharfage and Dockage 


Free Stores 
Customs Bonded Stores With Uaion 
Internal Revenue Bonded Stores Relireed 
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negligence which brought the property in contact with the de- 
structive force of the actus Dei or unnecessarily exposed to it 
thereto. “There is some difficulty in framing a concrete, com- 
prehensive, and accurate definition of the term ‘act of God’ as 
that term is used and understood when appliel 1o occurrences 
causing damage for which the carrier is not liable.’ The term 
“act of God,” as used to express a cause of loss or damage, for 
the. consequences of which the carrier will not be liable, is very 
generally held to mean some casualty not due to human agency. 
It means the action of the forces of nature, in opposition to the 
act of man, such as lightning, storms, earthquakes, and the like. 
The terms “inevitable accident” and unavoidable accident” are 
sometimes used as synonyms with “act of God,” but they lack the 
suggestion that the loss is due to other than human agency, 
and therefore their use is not satisfactory. Indeed, it has been 
said that “act of God” is distinguishable from “inevitable acci- 
dent.” To constitute an act of God the casualty must be not 
only the direct result of natural causes, but also one which is 
in no way contributed to by human agency. It must be a direct 
and violent act of nature. 

It has been held that a snowstorm which blocks up a railway 
and prevents the moving of trains is an act of God. [Bell vs. 
Union Pac. R. Co., 177 Iil. A. 374; Mackin vs. Minneapolis, etc., 
R. Co., 157 N. W. 729 (lIa.)]; Ballentine vs. North Mo. R. Co., 
40 Mo. 491, 93 Am. D. 315; Cunningham vs. Wabash R. Co., 79 
Mo. A. 524; Ward vs. Chicago, etc., R. Co. (Neb.), 187 N. W. 995; 
Black vs. Chi., ete., R. Co. (Neb.), 46 N. W. 428; Feinberb vs. 
Delaware, etc., E. Co. (N. J.), 20 A. 33; Herrin vs. Chesapeake, 
etc. R., Co. (Va.), 45 S. E. 322. 
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Personal Notes | 








Allen T. Preyer, formerly sales manager of the Vick Chem- 
ical Corporation, has been made director of sales of that firm. 
H. B. Yates has been made foreign sales manager, and Charles 
G. Yates, formerly traffic manager, has been made production 
and office manager. 

4 George W. Hand and William H. Dalton have been appointed 
assistants to the president of the Chicago & North Western. 
R. N. Van Doren has been made vice-president and general 
counsel. Samuel H. Cady has been appointed general solicitor 
and N. F. Morehouse has been made assistant general solicitor. 

J. B. Hunter has been appointed traveling freight agent of 
the Norfolk & Western at Salt Lake City. E. J. Schettler has 
been made traveling freight agent at Chicago. C. E. Betsill has 
been appointed traveling freight agent at Atlanta, Ga. 

E. W. Middleton, admiralty lawyer, has been elected vice- 
chairman of the Port Utilities Commission of Charleston, S. C. 

J. N. Bethea has been made division freight agent of the 
Rock Island at Little Rock, Ark. 

R. H. Countiss has been elected chairman of the committee 
of executive traffic officers of Pacific coast terminal lines, of the 
Trans-Continental Freight Bureau, and H. G. Toll has been 
elected agent of the Trans-Continental Freight Bureau to fill the 
vacancy left by Mr. Countiss. 


F. J. Tichy has been made soliciting freight agent of the 
Elgin, Joliet & Eastern at Chicago. 


C. F. Haubrich has been appointed traveling tariff inspector 
of the Hocking Valley at Columbus, O. 

William Culp has been made general agent of the Wabash 
at Salt Lake City. R. D. Farrell has been made traveling freight 
and passenger agent at Seattle, and R. C. Hughes has been ap- 
pointed traveling freight agent at Tulsa, Okla. 

C. L. Fouts has been made general agent of the Wheeling & 
Lake Erie at Wheeling, W. Va. 

J. A. Humphreys has succeeded H. G. Atkinson as dean of 
the school of commerce of the Central Y. M. C. A. Schools at 
Chicago. Mr. Atkinson has become division secretary of the 
National Association of Real Estate Boards. 

H. G. Smith has been appointed division freight agent of the 
M.-K.-T. at Dallas, Tex. W. A. Little has been made division 
freight agent at Wichita Falls, Tex., and W. L. Meyers has 
been appointed to the same position at Galveston. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Decatur will hold its annual out- 
ing July 15 and 16. There will be golf at the Sunnyside Golf 
Club both days and entertainment for the ladies at the Elks 
Country Club. The outing will close with a dinner dance at the 
_ Elks Country Club, followed by cards and music. 





The Traffic Club of New York will hold its annual summer 


outing at the country house of the New York Athletic Club, 
Travers Island, Pelham, July 21. 





The Women’s Traffic Club of San Francisco, the second of 
its kind in the country, was organized recently at a luncheon 
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held at the Commercial Club, San Francisco. Members of the 
club are women interested in transportation of all kinds, and 
the work of the club will be similar to that of the men’s organ- 
ization, the Pacific Traffic Association. Mrs. Edward Dexter 
Knight, director of the Women’s Banking Department of the 
Bank of Italy, was the principal speaker at the meeting. Miss 
Constance Purrington, of the Furniture Traffic Bureau, was 
elected president of the new organization. 





The Traffic Club of Memphis held a luncheon and meeting 
at the Hotel Gayoso June 29 for the purpose of passing on pro- 
posed changes in the by-laws. 





The Milwaukee Traffic Club held its outing in the form of a 
boat trip on the S. S. “E. G. Crosby” from Milwaukee to Mus- 
kegon and Grand Haven, Mich., June 27. 





Tne Traffic Club of Newark has ratified the resolutions 
adopted by the Associated Traffic Clubs of America at Kansas 
City. 





The Women’s Traffic Club of Los Angeles met in the club 
rooms of the Los Angeles Transportation Club June 24. Major 
Roger Marchetti delivered one of his series of lectures on “Ocean 
Transportation.” Frank Turcotte spoke on the various kinds 
of claims and the preparation and filing of them. The club was 
the guest of the Los Angeles Transportation Club at a luncheon 
June 29. The women’s organization will hold a party at the 
Alexandria Hotel July 8. It has applied for membership in the 
Associated Traffic Clubs of America. 





The Traffic Club of Jamestown met at the Hotel James- 
town June 17. J.B. Sanford, general traffic manager of Sherwin- 
Williams Company, Cleveland, spoke on ‘Does Traffic Manage- 
ment Pay?” He urged that the industrial traffic manager strive 
to attain a higher plane and to elevate the profession. 





The Traffic Club of Atlanta held its annual meeting June 
29 and elected the following officers: President, J. A. Streyer, 
T. M., the American Short Lines Railroad Association; vice-pres- 
idents, A. J. Young, A. T. M., International Agricultural Cor- 
poration, and L. E. Chalenor, secretary, Southern Freight Asso- 
ciation; secretary-treasurer, F. B. Porter, T. M., Southern Agri- 
cultural Chemical Company. Members of the board of directors 
were elected as follows: C. E. Cotterill, general counsel, South- 
ern Railway; J. E. White, sales manager, Duckton Sulphur Cop- 


per & Iron Company, and T. B. Curtis, general agent, the Charles- 
ton & Western Carolina. 


TALKS TO FISH MEN 


The aim of shippers generally in the present period of pros- 
perity is to get improved service and not lower freight rates, 
according to Thomas D. Guthrie, manager of the Jacksonville 
Traffic Bureau, speaking before the annual meeting of the South- 
ern Fisheries Association at Jacksonville, Fla., June 24. 

He said that, if the period were one of depression, lower 
freight rates might be of primary interest, but business was on 
the upgrade and the railroads were crowded with the traffic 
offered. That, he said, was pleaging to both shippers and car- 
riers, but it was a condition that meant that attention should 
be directed more to obtaining efficient service than lower rates. 
He went on to draw a comparison between the situation in the 
fishing industry and the railroads, saying that it was necessary 
to serve the public adequately, to fight against unfavorable pub- 


licity, and that, in every way possible, the confidence of the 
public must be gained. 


DENIES SURCHARGE REDUCTION PLEA 

Without comment, the Commission has denied the petition 
of the International Federation of Commercial Travelers’ Or- 
ganization for an order in the Pullman surcharge case requiring 
the carriers to make a 50 per cent reduction in the surcharge 
on travel in sleeping and parlor cars. The travelers argued in- 
their petition that such an order should be made in view of the 
fact that four commissioners had dissented to the majority opin- 
ion in the surcharge case and that Commissioners Aitchison and 


Esch had expressed themselves as in favor of a 50 per cent 
reduction. 


ABANDONMENT APPLICATION 


The Chicago & North Western Railway Company has applied 
for authority to abandon a narrow-gauge branch line between 
Fennimore and Woodman, in Grant county, Wisconsin, a distance 
of approximately 16 miles. The applicant said the territory 
served had adequate transportation facilities aside from the nal- 
row-gauge line in question, and that traffic on this line had been 
steadily decreasing for a number of years. It said the cost of 
maintaining and operating the line had for many years greatly 
exceeded the revenue earned by the line. In 1923 such cost 
was more than five times the total revenue accruing to the line, 
according to the application. 
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A CITY 
ee 


9 MILES 
FROM 
NEW YORK 


No matter who or where you are or what you make or ship—there is room for you—for Warehousing, 
Distributing or Light Manutfacturing—all available at minimum cost at 


ENNA 


TERMINAL | 


Formerly U. S. ARMY BASE . PORT NEWARK, NEW JERSEY CHARLES MILBAUER, Manager 
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Here you load from ship to truck or car, or from truck or car to ship direct— 
no lighterage, no cartage, no taxes to pay. 


Write for booklet and mags. KENNA TERMINAL, P. O. Box 504, NEWARK, N. J. 


WETZEL DROP FRONT TARIFF FILES | 


= (PATENTED) 








Organization 


—For each to do his work 
well and for all to work 
toward a common goal 
is to be well organized. 


A Wetzel Tariff File 
should be part of the 
organization controlled 
by the traffic manager. 







Write us for information. 


P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 


(Measuring outsi i inches high an inches 
tn callbiaicks aib hah die ae dhanilaieaidiaaid SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 
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| Digest of New Complaints | 


No. 17038, Sub No. 1. City of Pittsburgh, Pa., vs. B. & O. et al. 

Unreasonable rates on sand from Sandusky, O., to Pittsburgh, 
Pa., and points taking the same rates. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 17110. George Adam Schneider, Clinton, Ia., vs. C. B. & Q. et al. 
Unreasonable rates in violation of sections 1, 3 and 4 of the act, 
on sand and gravel from Koss Spur, Ia., to Illinois stations. Asks 
cease and desist order, reasonable rates and reparation. 

No. 17123. Benson Bros. Lumber Co. et al., Pawhuska, Okla., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 of the 
act, on prepared roofing, including asphalt shingles, also build- 
ing, roofing or sheathing felt or paper from points in Michigan, 
Illinois and Missouri to points in Kansas and Oklahoma. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 17132. Georgia Fruit Exchange et al., Atlanta, Ga., vs. Aber- 
deen & Rockfish et al. 

Refrigeration and reicing charges in violation of the first three 
sections of the act on fresh peaches from Georgia, South Carolina 
and Tennessee points to various interstate destinations. Asks 
cease and desist order, just and reasonable charges, and reperation. 

No. 17133. Nebraska Cement Co., Denver, Colo., vs. C. B. & Q. qt al. 

Unreasonable rates on slack coal from points in Colorado on the 
Denver & Salt Lake to Superior, Neb. Asks reperation. 

No. 17134. Lee M. Hunter, Novelty, Mo., vs. C. B. & Q. et al. 

Unreasonable rates on anthracite nut coal from Chicago to Nov- 
elty, Mo. Asks reparation. 

No. 17135. Clinchfield Coal Corp., Dante, Va., vs. C. C. & O. et al. 

Rates in violation of Section 3, on coal from Clinchfield and 
Dante, Va., via the Norfolk & Western, to Tidewater at Lambert’s 
Point, Va., for transshipment beyond the capes. Asks for a rate 
of $2.50 per ton of 2,240 pounds. 

No. 17136. Clinchfield Coal Corp., Dante, Va., vs. C. C. & O. et al. 

Rates in violation of Section 3, on coal from Clinchco, Clinch- 
field and Dante, Va., to Toledo and Toledo Dock, O. Asks rates 
of $1.91 per ton of 2,000 pounds from Clinchco and rate of $2.06 
per ton of 2,000 pounds from Clinchfield and Dante, in lieu of the 
present domestic rates of $2.39 and $2.64, respectively. 

No. 17137. _— & Co., Inc., et al., Chicago, Ill., vs. Chicago Junc- 
tion et al. ‘ 

Unreasonable rates and charges on nitrate of soda from New 
Orleans to West Hammond, Calumet City and Chicago, Ill. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 17138. The Virginia Cellulose Co., Inc., Hopewell, Va., vs. Nor- 
folk & Western et al. 

Unreasonable rates on cottonseed hull fibre or shavings from 
points in Georgia, the Carolinas and Alabama to Hopewell, Va. 
Asks reasonable rates and reparation. * 

No. 17139. Wauchula Development Co., Wauchula, Fla., vs. Atlantic 
Coast Line. 

Illegal charges on vegetable hampers from Wauchula, Fla., to 
Meggetts, S. Car., and to Nosbig Siding, S. Car. Asks reparation. 

No. 17140. Wrens Philip Carey Mfg. Co. et al., Lockland, O., vs. Santa 
Fe et al. 

Rates in violation of Sections 1, 2, 3 and 13 of the act, on liquid 
asphalt in tank cars from Lawrenceville, Robinson and Wood 
River, lll., and Whiting, Ind., to Lockland, Carthage and Cncin- 


ar O. Asks cease and desist order, reasonable rates and repa- 
ration. 


No. 17141. 
N. Y. C 


Rates and charges in violation of the first three sections of the 
act on crushed stone and related articles from De Kalb Junct., 
N. Y., to points in Pennsylvania, Indiana, Michigan and Illinois. 
Asks reasonable rates and reparation. 

No. 17141, Sub No. 1. De Kalb White Marble Co., Inc., Gouverneur, 
N. Y., vs. New York Central et al. 

Unreasonable, prejudicial, discriminatory and preferential joint 
rates on crushed stone, stone chips or granules, roofing granules, 
stone dust or marble waste from De Kalb Junction, N. Y., to 
points in New York, New Jersey, Pennsylvania, Maryland, Del- 
aware, District of Columbia, Virginia, West Virginia and Ohio, 
because lower relative rates are accorded competitors at Crown 
Point, N. Y., Cardiff, Md., Tuckahoe, N. Y., Tate and Cartersville, 
Ga., Texas, Md., and other points. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. hd Oklahoma Paper Co., Oklahoma City, Okla., vs. M. K. T. 
et al. 

Excessive and unreasonable rates on paper and paper articles 
phe Denver to Oklahoma City. Asks reasonable rates and rep- 
aration, 

No. 17144. The Virginia and Rainy Lake Co., Virginia, Minn., vs. 
Duluth, Winnipeg & Pacific et al. 

Rates and charges in violation of the first three sections of 
the act, on lumber from Virginia, Minn., to Grafton, Wis. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 17145. Rome Metallic Bedstead Co., Rome, N. Y., vs. Boston & 
Albany et al. 

Rates and charges in violation of the first three sections of 
the act on metallic bedsteads and springs from Rome, N. Y., to 
various interstate destinations. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 17146. The Robinson Milling Co. et al., Salina, Kans., vs. Abilene 
& Southern et al. 

Rates in violation of the first three sections of the act, on 
wheat bran milled from wheat originating in Colorado, Idaho, 
Iowa, Kansas, Missouri, Montana, Nebraska, New Mexico, Okla- 
homa, Texas, Utah and Wyoming, to all destinations in Texas, 
Louisiana and New Mexico. Asks cease and desist order, reason- 
able and non-discriminatory rates, and reparation. 

No. 17147. National Biscuit Co., New York City, vs. L. & N. et al. 

Rates in violation of section 6 on bakery goods from Chicago, III., 
to Birmingham and Montgomery, Ala. Asks reparation. 

No. 17148. J. Needy & Co. et al., Pittsburgh, Pa., vs. B. & O. 

Unreasonable and unlawful charges for bedding of cars for live 
stock moving from Chicago, Cincinnati and Cleveland to Pitts- 
burgh, Phoenixville, Pa., and Jersey City, N. J. Asks reparation. 

No. 17149. Holden Paper Co., Newburgh, N. Y., vs. Erie. 

Unreasonable charges on printing paper in heavy rolls from 
Newburgh and Salisbury Mills, N. Y., to Montclair, N. J. Asks 
cease and desist order and reparation. 


No. 17150. The Kansas City Brick Co., Kansas City, Mo., vs. Chicago, 
Rock Island & Pacific, 


De Kalb White Marble Co., Inc., Gouverneur, N. Y., vs. 
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Rates in violation of the first three sections of the act, on brick 
and hollow building tile from Vale, Mo., to Kansas City, Mo. 
Kans. Asks Cease and desist order, just and reasonable rates 
and reparation. 

No, 17151. Yakima Grocery Co, et al., Yakima, Wash., vs. Oregon 
Washington Railroad & Navigation Co. et al. 

Rates in violation of sections 1 and 6 of the act, on medicina) 
sheep salt from Salt Lake City to points in Washington, Oregon, 
Idaho and Montana. Asks cease and desist order, reasonable rates 
and reparation. 

17152. J. F. Irvin, doing business as J. F. Irvin Tie & Lumbe 
Co., et al., St. Louis, Mo., vs. Pennsylvania et al. 

Unreasonable rates on lumber from East End, Mo., to Toledo 
O., Indianapolis, Ind., and from Buick, Mo., to Indianapolis. Asks 
reparation. 

No, 17153. The Utah Consolidated Mining Co. et al., Salt Lake City 
Utah, vs. Butte, Anaconda & Pacific et al. 7 
Rates in violation of section 1 on cast iron grinding balls from 
Anaconda, Mont., to International, Utah. Asks reparation. 
No. 17154. Washington Building Lime Co., Baltimore, Md., vs. B. & 0 

Unreasonable rates and charges on staves from Strasburg Jct. 
Virginia, to Engle, W. Va. Asks cease and desist order, just und 
reasonable rates, and reparation. 


No. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
15-23, inclusive, was 308,824, as compared with 313,494 cars in 
the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 

The surplus was made up as follows: Box, 130,649; ven. 
tilated box, 1,677; auto and furniture, 16,543; total box, 148,869: 
flat, 4,406; gondola, 57,454; hopper, 54,366; total coal, 111,820; 
coke, 2,954; S. D. stock, 19,816; D. D. stock, 3,017; refrigerator, 
16,916; tank, 213; miscellaneous, 813; total, 308,824. 

Canadian roads reported a surplus of 33,100 box, 600 auto 
and furniture, 800 flat, 40 gondola, 1,400 S. D. stock, 1,050 re. 
frigerator and 315 miscellaneous cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 27 fruits and vegetables amounted 
to 18,553 cars the week ended June 27, an increase of 1,770 cars 
as compared with the revised figure of 16,783 cars for the pre 
ceding week, according to the Bureau of Agricultural Economics 
of the Department of Agriculture. Shipments the week énded 
June 27 were reported as follows: 


Apples (old crop), 61 cars; apples (new crop), 211 cars; cabbage, 
253 cars; asparagus, 24 cars; cantaloupes, 1,630 cars; celery, 80 cars; 
cherries, 229 cars; cucumbers, 695 cars; eggplant, 10 cars; grape- 
fruit, 22 cars; grapes, 30 cars; lemons, 336 cars; lettuce, 413 cars; 
miscellaneous melons, 5 cars; mixed citrus fruits, 33 cars; mixed 
deciduous fruits, 169 cars; mixed vegetables, 424 cars; onions, 199 
cars; oranges, 654 cars; peaches, 2,076 cars; peppers, 88 cars; plums 
and prunes, 267 cars; strawberries, 98 cars; string beans, 71 cars; 
sweet potatoes, 4 cars; tomatoes, 1,029 cars; watermelons, 5,094 
cars; potatoes (1925 crop), 3,891 cars; potatoes (1924 crop), 457 cars. 


RATES ON MINE LUMBER 


Reparation is sought on movements of lumber, mine props, 
and ties, moving from Alva, IIl., to points in the southern part of 
the state, in January, 1921, in Docket 11703, heard before Exan- 
iner E. J. Smith at Chicago, June 29. 

H, J: Trossen, traffic manager for the Old Ben Coal Corpora- 
tion, complainant, said a hearinng had been held before the 
Illinois commission in the matter, and that the hearing before 
the interstate body was merely to establish the relation of the 
rates on lumber, mine props, and mine ties to the interstate 
rates on the same commodities. He entered exhibits of com- 
parisons between the rates applied on the shipments and the 
rates considered just and reasonable by the complainant. He 
said the interstate rates on the commodities involved were lower 
than the basis on which reparation was sought. 

J. R. Fort, counsel for the Illinois Central, made a statement 
to the effect that the defendants had no objection to an order 
by the Commission accepting the rates found just by the state 
commission in the matter, and, if such an order should be made 


by the interstate body, the Illinois Central would accept without 
demur. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended June 20, as 
indicated by 149,600 cars loaded for shipment, is estimated at 
8,434,000 net tons by the Geological Survey, a decrease of 187,000 
tons, or 2 per cent, as compared with the preceding week. Pre- 
liminary telegraphic reports for the week ended June 27, indi- 
cated an increase of about 3 per cent, based on loadings for the 
first two days of the week. Anthracite production for the week 
ended June 20 is estimated at 1,788,000 net tons. 

Bituminous coal forwarded the week ended June 20 over 
the Hudson to eastern New York and to New England totaled 
2,282 cars, while anthracite shipments totaled 3,312 cars. Tide- 
water bituminous coal shipments from Hampton Roads totaled 
445,152 net tons for the week ended June 20, of which 199,101 
tons were for New England delivery. Bituminous coal dumped 
into vessels at Lake Erie ports the week ended June 21 totaled 
819,716 net tons, of which 774,509 tons were cargo coal. Anthra- 
cite shipments totaled 71,091 net tons. 
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TO CARRY A STOCK AT MODERN PUBLIC MERCHANDISE 
WAREHOUSES THE COST IS LESS THAN 


2c per SL.OO. 


of goods sold according to a figure arrived at by a large food products 
house. This cost is far less than the cost would be if a firm operated 
its own warehouses, besides the advantage of enabling you to 


FILL ORDERS IMMEDIATELY 

ENJOY LOW INSURANCE RATES 

GOOD RAILROAD FACILITIES 

WITHOUT A FIXED ORGANIZATION EXPENSE 
LONG LEASES OR REAL ESTATE INVESTMENTS 


in Chicago ana Kansas City 


We operate two of the best located and equipped warehousing plants 


WRITE FOR OUR QUOTATION TO-DAY 
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SECURITY WAREHOUSE 
KANSAS CITY 


RS WAREHOUSE 
SAS CITY 


South Side Warehouse—CHICAGO—50 Car Private Switchtrack 


CROOKS TERMINAL WAREHOUSES 


CH iCAGO Owned]and Directly Managed by H. D. CROOKS KANSAS CITY 
NEW YORK OFFICE: WOOLWORTH BUILDING 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


July 6—Washirgton, D. C.—Examiner Brinkley: 
Val. Dkt. No. 446—In re tentative valuation of the property of Del- 
ray Connecting R. R. Co. 


July 6—Louisville, Ky.—Examiner McChord: 
I; and S. No. 2429—Alcoholic liquors via L. & N. R. R. : : 
I. and S. No. 2429 (1st supplemental order)—Alcoholic liquors via 
L. & N. R. R. 


July 6—Columbus, O.—Examiner Knowlton: 
16992—The Fairfield Paper Company vs. A. C. L. R. R. et al. 
16993—The Fairfield Paper Company vs. B. & O. R. R. et al. 
July 6—Fort Worth, Tex.—Examiner Carter: 

16627—Southwestern Horse & Mule Dealers’ Assn. et al. vs. Santa 
Fe et al. 

July 6—Nashville, Tenn.—Examiner Cassidy: 

16811—Allen Manufacturing Company vs. L. & N. R. R. et al. 

16926—Allen Manufacturing Company et al. vs. A. G. S. R. R. et al. 

July 7—Washington, D. C.—Examiner Faris: 

Val. Dkt. No. 396—In re tentative valuation of the properties of 
Wheeling & Lake Erie Ry. Co., Toledo Belt Ry. Co., and Zanes- 
ville Belt & Terminal Ry. Co. 

* Val. Dkt. 480—In re valuation Lorain and W. Va. Ry. 


July 7—Washington, D. C.—Examiner Law: : 
Finance No. 3805. Excess income of the Litchfield & Madison Rail- 
way Co. 


July 7—Indianapolis, Ind.—Examiner Mattingly: 
16915—Milk and cream in Indiana (joint hearing with the Indiana 
Public Service Commission). 


vuly 7—Chicago, Ill.—Examiner Disque: . 
15234—Divisions of freight rates in Western and Mountain-Pacific 
territories (further hearing). 
July 7—Louisville, Ky.—Examiner McChord: 
14684—Louisville Cooperage Company vs. L. & N. R. R. et al. 
Fourth section app. No. 4219, filed by Mo. Pac. R. R. et al., In 
re rough staves and heading, from Monroe, La., to Louisville, 
y. 
July 8—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 443—In re tentative valuation of the property of La 
Salle & Bureau County R. R. Co. 


July 8—Argument at Washington, D. C.: 
14760 (and Sub. No. 1)—Parkersburg Rig & Reel Company vs. C. R. 
I. & P. Ry. et al. , 
12056—Parkersburg Rig & Reel Company vs. Director-General, B. 
& O. R. R. et al. 
13506—Parkersburg Rig & Reel Company vs. St. L.-S. F. Ry. et al. 
13537—Parkersburg Rig & Reel Company vs. C. M. & St. P. Ry. et al. 
15552—J. K. Dering Coal Company vs. C. C. C. & St. L. Ry. 
July 8—Boston, Mass.—Examiner McGrath: 
16754—-Begess & Cobb, Inc., vs. A. & V. Ry. et al. Portions of 
fourth section apps. Nos. 642 et al., filed by A. G. S. R. R. et al., 
In re rates on green salted hides, C. L., from Birmingham ané 
Montgomery, Ala., Shreveport, Monroe, New Orleans and Baton 
Rouge, La., to Winchester, Mass., etc. 
July 8&—Cincinnati, O.—Examiner Knowlton: 
16957—The Procter & Gamble Company vs. A. & V. Ry. et al. Por- 
tions of fourth section apps. Nos. 2045 et al., filed by Illinois Cen- 
tral R. R. et al., In re rates on rosin, C. L., from Gulfport, Miss., 
Pensacola, Fla., Mobile, Ala., and New Orleans, La., to Hamilton, 
Ont. Canada. 
July 8—Florence, Ala.—Examiner Cassidy: 
16927—Florence Chamber of Commerce vs. Santa Fe et al. 
17032—The Florence Chamber of Commerce vs. A. & V. Ry. et al. 
July 9—Omaha, Neb.—Examiner Witters: 
1. and S. No. 2414—Salt between Western and Southern points. 
Fourth Section Application No. 698 filed jointly by Agents Leland 
and Ap aged and portions of Fourth Section Application Nos. 2659, 
793, et al. 
July 9—Florence, Ala.—Examiner Cassidy: 
17003—Florence Chamber of Commerce vs. A. G. S. R. f. et al. 


July 9—Omaha, Neb.—Examiner Witters: 
17070—Armour & Company et al. vs. Santa Fe et al. 
Il. and S. No. 2414—Salt between western and southwestern points. 
17011—American Salt Company et al. vs. Abilene & Southern Ry. 
et al. 
July $9—Oklahoma City, Okla.—Corporation Commission of Oklahoma: 
Finance No. 4567—In re application of the C. R. I. & P. Ry. for 
authority to abandon a line of road from Tecumseh to Asher, Okla. 
July 9—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 440—In re tentative valuation of the property of the 
Warren & Ouachita Valley Ry. 
July 9—Austin, Tex.—Examiner Carter: 
16978—West Texas Chamber of Commerce et al. vs. Houston & 
Texas Central R. R. et al. 
July 9—St. Louis, Mo.—Examiner Knowlton: 
17042—Romann & Bush Pig Iron & Coke Company vs. Interstate 
Railroad Co. et al. 
July 9—Argument at Washington, D. C.: 
15516—The Atlas Portland Cement Company vs. B. & A. R. R. et al. 
1. & S. No. 2013—Cement from Eastern Trunk Line points to New 
England. 
~— 10—Washington, D. C.—Examiner Quimby: 
al. Dkt. No. 441—In re tentative valuation of the property of the 
Mississippi Valley Company. 
July 10—Madison, Wis.—Examiner Jewell: 
* I. and S. No. 2444—Cheese from Iowa, Minnesota and Wisconsin to 
Illinois and Wisconsin. 
July 10—Florence, Ala.—Examiner Cassidy: 


sar’ 2 laeeeee Chamber of Commerce vs, Central of Georgia Ry. 
et al. 


<4 


July 10—Argument at Washington, D. C.: 

15682—Missouri-Kansas-Texas Railroad Co. vs. Kansas City Termina] 
Railway Co. 

July 11—Pittsburgh, Pa.—Examiner Keeler: 

14960—Freehold Lumber Company vs. C. & O. Ry. et al. 
hearing.) 

July 11—Kansas City, Mo.—Examiner Knowlton: 

14886—Black Steel and Wire Company vs. Santa Fe et al (further 
hearing). ; 

~— 13—New York, N. Y.—Examiner Stiles: 

16721—The Central Railroad Company of New Jersey vs. New York, 
New Haven & Hartford R. R. et al. 

July 13—Decatur, Ala.—Examiner Cassidy: 

410812-—The ow Cornice & Roofing Co., Inc., et al. vs. L. & N, 
R. R. et al. 

Portions of fourth section apps. No. 1952 et al., filed by L. &N, 
R. R. et al., in re rates on composition roofing and asphalt 
shingles, from St. Louis, Mo., to Birmingham, Ala. 

July 13—Washington, D. C.—Examiner Boyden: 

Val. Dkt. No. 412—In re tentative valuation of the property of the 
Blytheville, Leachville & Arkansas Southern R. R. 

July 13—Kansas City, Mo.—Examiner Knowlton: 

ee Hog & Cattle Powder Co. vs. C. C. C. & StL 

y. et al. 

16987—Foster Lumber Company vs. Santa Fe et al. 

16665 (and Sub. No. 1)—The Southwestern Lumbermen’s Association 
et al. vs. A. V. I. et al. 

15841 (and Sub. Nos. 1 to 19, incl.)—The William Kelly Milling Com. 
pany vs. Santa Fe et al. 

July 13—Phoenix, Arix.—Examiner Carter: 

16770 (and Sub. Nos. 1 to 9 incl.)—Bashford-Burmister Company, 
Prescott, Ariz., vs. Santa Fe et al. 

July 13—Washington, D. C.—Examiner Faris: 

Val. Dkt. No. 418—In re tentative valuation of the property of the 
Austin Dam and Suburban Railway Co. 

July 13—Argument at Washington, D. C.: 

x and S. No. 2343—Rice between points in Southern territory. 
Portions of fourth section Apps. Nos. 542 et al, filed by A. G 
S. R. R. et al., in re clean rice from New Orleans, La., etc., to 
destinations in South Carolina, North Carolina, Virginia, West 
Virginia and Maryland. 

Il. and S. No. 2375 (and first and second supplemental orders)— 
Canned goods, Minnesota, Wisconsin, etc., to eastern seaboard 
and Canadian points. 

16688—Northfield Milk Products Company vs. B. & O. R. R. et al. 

13413—In the matter of Automatic Train Control Devices. 

July 13—Washington, D. C.—Examiner Brinkley: 

Val. Dkt. No. 415—In re tentative valuation of the property of 
Tremont & Gulf Railway Company. 

July 13—Phoenix, Ariz.—Examiner Carter: 

16742—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. Santa Fe et al. 

July 13—Pittsburgh, Pa.—Examiner Keeler: 

17058 (and Sub. No. 1)—The Globe Brick Company vs. P. R. R. 

July 14—Pittsburgh, Pa.—Examiner Keeler: 

16791—Detroit Soda Products Company et al. vs. Akron & Barberton 
Belt R. R. et al. 

July 14—Kansas City, Mo.—Examiner Knowlton: 

16983—American Salt and Coal Company vs. C. R. I. & P. Ry. et al. 

July 14—Phoenix, Ariz.—Examiner Carter: 

16778 (and Sub. No. 1)—W. M. Cady Lumber Company et al. vs. 
Apache Railway et al. 

July 14—Lansing, Mich.—Michigan Public Utilities Commission: 

* Finance No. 4723—In re matter of the joint application of the Grand 
Rapids & Indiana Railway Company and the Pennsylvania Rail- 
road Company, lessee, for authority to abandon the Jennings 
Branch and that part of the Missaukee Branch between Veneer 
Junction and Michelson, Mich. 

July 14—Argument at Washington, D. C.: 

15365—Nebraska Cement Company vs. Mo. Pac. R. R. et al. 

16158—Edward Hines Yellow Pine Trustees vs. A. C. & Y. Ry. et al. 

ee aed of Commerce of the City of Boulder, Colo., vs. Santa 
e et al. 

—- 15—Pittsburgh, Pa.—Examiner Keeler: 

16944—Armstrong Cork Company vs. P. R. R. et al. 


July 15—Birmingham, Ala.—Examiner Cassidy: 
a a eee Lumber & Export Company vs. Gulf & Ship Island 
y. et al. 
16698 (and Sub. No. 1)—Standard Lumber Company vs. A. C. L 
R. R. et al. 


(Further 


July 15—Kansas City, Mo.—Examiner Knowlton: 
16901—Drayage absorptions by Southwest Missouri Railroad. 
July 15—Phoenix, Ariz.—Examiner Carter: 
16859—California Cotton Oil Company et al. vs. Santa Fe et al. 
~~ 15—Argument at Washington, D. C.: 
15329—Pennsylvania Sand & Gravel Producers Assn., et al. vs. B. & 
O. R. R. et al. 
14781 (and Sub. Nos. 1, 2 and 3)—Oklahoma Traffic Assn. et al. vs 
& Ge me me GC a 
Portions of fourth section Apps. Nos. 1766 et al., filed by Agent 
Emerson et al., in re sugar rates from New Orleans, La., and 
points in Louisiana, Sugarland, Tex., and sugar producing points 
ye ng Colorado, Nebraska, Idaho and Utah, to Oklahoma 
y; a. 
Finance No. 4296—In re abandonment of line by Brownwood North 
& South Ry. Co. 
July 16—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 344—In re tentative valuations of the properties of 
Vandalia Railroad Co. and Terre Haute and Peoria Railroad C0 
Val. Dkt. No. 362—In re tentative valuations of the properties of the 


Pittsburgh, Cincinnati, Chicago & St. Louis Rail ae 
(Further hearing.) ad is Railway 
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Wanted! 


Men in every part of the United States to sell our 


TRAFFIC SERVICE 


and freight auditing contract. Our contract calls for the furnishing of the follow- 
ing services, advice and documents: 





Rates or routing for prospective shipments. 

‘Watching Service” on tariffs for changes in rates, etc. 
Advice as to the proper application of any tariff. 
Advice as to the application of the classification rules. 
Advice as to the lawfulness of any undercharge demanded. 
Advice as to whether any rate is unduly discriminatory. 
Advice as to the existence and status of any embargo. 


Advice as to proposed sailings to foreign ports of ships of the United States Shipping 
Board, and all other ships registered under the laws of the United States, regardless 
of the port from which the ship is to sail. 


Copies of any decision of the Interstate Commerce Commission or of any tentative report 
of its examiners; Fourth Section orders or applications, released rate orders, inves- 
tigation and suspension orders, or any other order, notice or document that it issues. 


Advice in regard to the rules of practice and procedure before the Interstate Commerce 


Commission or any similar State regulating body, for instance the preparation and 
filing of: 


Briefs Exhibits 

Complaints Interventions 

Evidence Motions * 
Exceptions Petitions for rehearing or reconsideration, etc. 


Advice in regard to the duties of the railroad, steamship or express companies in all of 
their relations with shippers, including the liability of a carrier where there has been: 







Assessment of unreasonable rate Misdelivery 
Assignment of claim or right of action Misquotation 
Conversion of shipment Misrouting 
Delay Negligence 
Discrimination 


Refusal to accept goods 
Failure to furnish suitable equipment Refusal to transport goods 
Fire Strike 

Loss or damage 











By reason of the auditing feature of our contract we can sell it for only a nominal sum and 
thus enable the salesman to make a greater quantity of sales. Our office being located in 


Washington we are in better position to furnish TRAFFIC SERVICE than our competitors 
located elsewhere. 





We will pay liberal commissions on original sales and on renewals. 


Three year contract if 
desired. For further details address: 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 


319-320 TRANSPORTATION BUILDING 
J. M. SMITH, Manager Washington, D. C. 





Phone Main 6810 
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OUR STEAMERS We Have OUR STEAMERS 


ACE | “Four of a Kind” |“ QUEEN 
” KING To Deal You JACK 





(1) Fast time; (2) low rates; (3) careful, courteous service, and (4) modern, 
efficient boats. The four best cards in the deck. 


Each is mighty important but—not worth so much alone. They must be dealt 
together and particularly the “careful handling” and “courteous treatment.” 


You know handling freight is entirely different from handling passengers. It’s 
a rough, cold blooded job. That’s probably why there’s so much breakage. A box or 
a crate can’t defend itself like a passenger can. 


Anyway! that’s one of the reasons why we try to be so careful with freight 
entrusted to our care. 


The map shows our route between Duluth and Port Huron, Michigan— 
connecting at Duluth with Western Trunk Lines and at Port Huron with Eastern 
Trunk Lines (via Grand Trunk and Pere Marquette Systems). We are parties to 
published joint through rates between Eastern and Atlantic States points and the 
Northwest. (A boat every other day.) 


We would be greatly pleased to send you our rate folder or quote rates on 
any commodity—anywhere. Let us prove our service. 


Minnesota-Atlantic Transit Co. (‘Temi’) Duluth 


F. R. Levins, Vice Pres. in Charge of Traffic A. R. Sheff, General Freight Agent 
AGENTS 
Minneapolis—J. L. Losie, West. Traf. Mgr.: E. E. Swan, Comc’l Agt., 205 Metropolitan Life Bldg. 
St. Paul—R. L. McDonald, Gen’l Agt., 709 ‘tee Bank Bldg.: Detroit—W. A. Young, Gen’l Agt., 1500 Real Estate Bldg. 
New York—Gordon Paterson, East. Mgr.: George P. Russell, Gen’l ‘Agent: I. R. Jones, Trav. Frt. Agt., Woolworth Bldg. 
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July 4, 1925 











DULUTH 


Ranks Second to New York in 
Water-Freight Movement 


12,428 boat arrivals and departures han- 
dled over 59,000,000 tons through the Head- 
of-the-Lakes Harbor in 1923, because it is 
the literal water-gateway to and from the 
Great Northwest. 

Duluth is your natural distributing point 
for this Western territory. We offer lower 
distributing costs and every economic facil- 
ity for 


Storage Concentrating Cold Storage 
Distribution Forwarding Financing 


Wholesaling, Manufacturing and “Branch 
Office” space. 

Fireproof, concrete warehouse and a 10c 
insurance rate. 

350,000 sq. ft. General Storage; 1,000,000 
cu. ft. Cold Storage. 

“Trap-car” service—Less Cartage—No De- 
murrage. 

Free Deliveries to our docks by all Boat 
ae and on all freight routed “Lake and 

i Kes 

Strategic location—Expert service—Cour- 
teous cooperation. 


We’d like to send you full information, rates 
and literature regarding this trade territory 
and about our Service. We can help you. 


THE McDOUGALL-TERMINAL 
WAREHOUSE CO. 


G. R. STEVENSON, Manager, Storage Dept. 


DULUTH MINNESOTA 





FARGO 
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VISUALIZED 
DEMURRAGE 


Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 










We settle claims out of court. 





Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and _ switching 
delays. 





Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. ’ 
















We make no charge for our services 
until a settlement is reached. 





Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 





We also install our system so industries 


can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 






THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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July 16—Helena, Mont.—Examiner Jewell: 
1. and §. No. 2380—Export rates on wheat and its products, Mon- 
tana to North Pacific Coast ports. 
14572—Board of R. R. Commissioners of Montana vs. B. A. & P., 
Ry et al (further hearing). 
July 16—New York, N. Y.—Examiner McGrath: 
16584—Federated Metals Corporation vs. N. Y. O. & W. Ry. et al. 
July 16—Phoenix, Ariz.—Examiner Carter: 
16935—Apache Powder Company vs. Santa Fe et al. 
=o Powder Company vs. El Paso & Southwestern R. R. 
et al. 
July 14—Argument at Washington, D. C.: 


12670—Wortham-Carter Publishing Company et al. vs. A. & W, Ry., 
Director-General et al. . 


12651—Wortham-Carter Publishing Company et al. vs. Santa Fe, 
Director-General. 


16097—Erie Steam Shovel Company vs. B. & O. R. R. et al. 

July 16—Washington, D. C.—Examiner Quimby: 

Val. Dkt. No. 416—In re tentative valuation of the property of the 
De Queen & Eastern R. R. Co. 
7x 17—Houston, Tex.—Examiner Boles: 
* Finance No. 4889—Application New Orleans, Texas and Mexico Ry. 
Co. for authority to acquire control of the San Antonio, Uvalde & 
Gulf Ry. Co., Asphalt Belt Ry. Co. and Live Oak Pipe Line Co. 
July 17—Buffalo, N. Y.—Examiner Keeler: 
17006—The Upson Company vs. Ann Arbor R. R. et al. 

July 17—New York, N. Y.—Examiner McGrath: 
16785—Richard Hamilton, Inc., vs. P. R. R. ; 
16903—Federated Metals Corporation vs. B. & O. R. R. et al. 

July 17—Argument at Washington, D. C.: 

1. and S. No. 2145—Fresh meats and packing house products, E. 
St. Louis, Ill, to C. & O. Ry. stations. 
16227 (and Sub. No. 1)—Wilson & Company, Inc., et al. vs. C. & 


O. Ry. 
16319—Armour & Company vs. Director-General. 
July 18—Argument at Washington, D. C.: 
16048—Iliff-Bruff Chemical Company et al. vs. C. & E. I. Ry. et al. 
July 20—Atlantic City, N. J.—Examiner Hillyer: 
* 14250—Diamond Crystal Salt Co., et al. vs. A. & R. R. R. et al. 
* 16695—International Salt Company, Inc., et al., vs. Adirondack & St. 
Lawrence R. R. et al. 
July 20—Plainview, Tex.—Examiner C. E. Boles: 
* Finance No. 4769—Application of Ft. W. & D. S. P. Ry. Co. for 
authority to construct a line of railroad. 
* Finance No. 4747—Application of the Pecos & Northern Texas Ry. 
Co. for authority to construct an extension of its railroad. 
* Finance No. 4756—Application of Pecos & Northern Texas Ry. Co. 
y for authority to construct an extension of its railroad. 
July 20—New Orleans, La.—Examiner Cassidy: 
1. and §S. No. 2412—Rice between points in Southern territory. 
1. and S. No. 2430—Rice between points in Southern territory. 
16598 (and Sub. No. 1)—Gulf Naval Stores Supply Co., Inc., vs. 
bs & HH. 
16961—Gulf Naval Stores Company, Inc., vs. L. & N. R. R. 
July 20—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Term. Co. 
July 20—Washington, D. C.—Examiner Brinkley: 
Val. Dkt. No. 84—In re tentative valuation of the property of the 
Peoria Railway Terminal Company. 
July 20—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 420—In re tentatvie valuation of the property of the 
Cumberland & Manchester R. R. 
July 20—New York, N. Y.—Examiner McGrath: 
16569—United Paperboard Company, Inc., vs. C. & E. R. R. et al. 
16798—B. D. Rising Paper Company vs. N. Y. N. H. & H. R. R. et al. 
July 20—Los Angeles, Cal.—Examiner Carter: 
16882—North Ontario Packing Company et al. vs. 0.-W. R. R. & 
Nav. Co. et al. 
July 20—Spokane, Wash.—Examiner Jewell: 
1€796—McClintock Trunkey Company vs. McCormick S. S. Co. et al. 
oY 20—Washington, D. C.—Examiner Faris: 
al. Dkt. No. 83—In re tentative valuation of the property of To- 
ledo, St. Louis & Western R. R. (further hearing). 
July 20—Argument at Washington, D. C.: 
oe oe Council of Furniture Associations vs. Ann Arbor 
. R. et al. 
16355—The Hartford Times of Hartford, Conn., et al. vs. Maine 
Central R. R. et al. 
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ae Angeles, Cal.—Examiner Carter: 
1 


18 (and Sub. Nos. 1 to 6, incl.)—California Dressed Beef Com- 
pany et al. vs. K. C. M. & O. R. R. et al. 


16542 (and Sub. Nos. 1 to 6, incl.) —California Dressed Beef Com- 
pany et al. vs. Santa Fe et al. 
July 21—New Orleans, La.—Examiner Hillyer: 
17026—Manget Brothers Company vs. Boston & Maine R. R. et al. 
July 21—Spokane, Wash.—Examiner Jewell: 
16873—White Pine Sash Company vs. Ann Arbor R. R. et al. 
July 21—Argument at Washington, D. C.: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
16038—A. W. Taylor vs. N. Y. C. & St. L. R. R. 
La ai a Ontario Paper Company, Ltd., et al. vs. Can. Nat. Rys. 
et al. 
July 22—Kalamazoo, Mich.—Examiner Keeler: 
Te Vegetable Parchment Co. vs. A. T. & S. F. Ry. 
et al. 
July 22—Omaha, Neb.—Examiner Knowlton: 


14953—A. B. A. Oil Company et al. vs. Santa Fe et al. (further 
hearing). 


ba eames Tire & Rubber Company et al. vs. B. & O. R. R. 
et al. 
July 22—New York, N. Y.—Examiner McGrath: 
16787—United Zinc Smelting Corporation vs. B. & O. R. R. et al. 
16808—Union Smelting & Refining Co. et al. vs. P. R. R. et al. 
July 22—Argument at Washington, D. C.: 


ba 9 Reserve Bank of New York vs. Amer. Ry. Express 
o et al. 


16203—Sunny Brook Distillery Company vs. Santa Fe et al. 
July 23—New York, N. Y.—Examiner McGrath: 
16922—Seaboard Live Stock Traffic Bureau et al. vs. A. C. & Y. 
Ry. et al. 
July 23—Omaha, Neb.—Examiner Knowlton: 
1700i1—Manhattan Oil Company vs. Santa Fe et al. 
= 23—Tallahassee, Fla.—Examiner Cassidy: 
17053—Simmons & Trawick Crate Company vs. S. A. L. Ry. et al. 
July 23—Spokane, Wash.—Examiner Jewell: 
I. and S. No. 2411—Forest products from Sand Point, Kootenai and 
Culver, Idaho to California and Nevada. 
July 24—Los Angeles, Calif.—Examiner Carter: 
I. and S. No. 2437—Salt cake from Pacific Coast to Wisconsin. 
July 24—Chicago, Ill—Examiner J. B. Keeler: 

Fourth Section App. No. 12704, filed by Agents B. T. Jones and E. B. 
Boyd, for authority to establish and maintain rates for the 
transportation of plaster and gypsum products, carloads, from 
Alabaster, Grand Rapids, Mich., Centerville, Ft. Dodge, Iowa, and 
Port Clinton, Ohio, District to points in Illinois and Wisconsin. 

July 24—Chicago, Ill.—Examiner Keeler: 
* I. and S. No. 2445—Coal from Erie, Pa., and Brocton, Buffalo and 
Buffalo Jct., N. Y., to Sparland, Ill. 
July 24—New York, N. Y.—Examiner McGrath: 
1. & S. No. 2432—Scrap metals from Trunk Line to C. F. A. points. 
July 24—Jacksonville, Fla.—Examiner Cassidy: 


17007—Hulsey-Bessent Company vs. Denver & Rio Grande Western 
Rn. B. e€ al. 


17048—Columbus Brick & Tile Company et al. vs. A. B. & A. Ry. 
et al. 


July 25—Chicago, Ill.—Examiner Keeler: 
17016—The Rossville Company vs. Ann Arbor R. R. et al. 


July 27—Washington, D. C.—Examiner Hunter: 
* 1. and S,. No. 2443—Demurrage on coal and coke at points on the 
Tennessee Railroad. 


July 27—Argument at Washington, D. C 


13850, Sub. No. 1—Ft. Smith, Subiaco & Rock Island R. R. Co. vs. 
Alabama & Vicksburg Ry. et al. 


FINAL VALUATION REPORT 

The Commission in Valuation Docket No. 335, opinion B-52, 
97 I. C. C. 339-57, has found the final value, for rate-making 
purposes, of the property of the Asheville and Craggy Mountain 
Railway Company, controlled by the Southern through stock 
ownership, as of June 30, 1916, to have been $65,950; the property 
of the Asheville Southern Railway Company, as of the same day, 
to have been $46,500. It also is controlled by the Southern. 


These valuations are the tentative valuations ordered to be made 
final. 





AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 





INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 
Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


CHARLES E. BELL 
TRAFFIC ANALYST 
TRAFFIC ANALYSES 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 
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You can reach Traffic World 


readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


Trafh Managers Interstate C = RATE SURVEYS 
Freight Audited § Overcharge, Demurrage, 
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BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and T tion Matters 
Interstate Commerce and Commission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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Bank of Italy Bldg. 
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A Superior Freight init 


has been developed by the Electric Railways in Indiana, 
Ohio and Michigan. Shrewd business men appreciate 
this more rapid service and satisfactory handling of 
merchandise. Increased volume of business is striking 
evidence that the Electric Railways are giving 
that kind of service. 





Just return this Coupon and we’ll be glad to send you a 
large map in colors showing 


5,000 MILES OF 
ELECTRIC RAILWAY SERVICE 


Central Electric Traffic Association 
Indianapolis, Indiana 


L. E. EARLYWINE, Chairman 
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Mississippi-Warrior Service 


FEDERAL BARGE LINE 











Interior of transfer barge at rail interchange terminal, Memphis, which is typical of those in use at Cairo and New Orleans as well. 
A water ballasting system maintains these transfer barges on a trucking level with the cargo at all times. 





Good terminal handling and year upon year of dependable service are very rapidly dissipating the impression 
that the shipping public assumes an extra hazard in consigning freight “Care Mississippi-Warrior Service.” In reality 
there never has been any such hazard. There existed only fear born of misapprehension or misrepresentation. The 
service has been uniformly good. The interruptions have been no worse than ioe occasionally in the past disrupted 
and will from time to time in the future interrupt good railroad transportation. The equipment of the line is staunch 
and ent is little danger of accident. The movement by water is smooth; there is no violent stopping or starting— 
no vibration. 


Terminal transfers are carried on according to the best warehouse methods. These operations are carried 
on under cover and out of the weather. 











The best evidence of the success of these measures is the low percentage of claims. There is here submitted a 
tabulation of the gross revenue, the gross amount disbursed in loss and damage claims, and the ratio of claim payments 
to gross revenue on many of the best railroad and steamship lines in the country, and the same information for the 
Mississippi-Warrior Service. The figures are for the year 1923, the latest available data at hand. 











Gross Gross 
p Freight Reve- Ratio Freight Reve- Ratio 
Freight nue I. C, C. to Gross Freight nue I. C. C. to Gross 
Loss and Account 101 Freight Loss and Account 101 =‘ Freight 
Damage and 110 Revenue Damage and 110 Revenue 
1923 1923 1923 1923 1923 1923 
RAIL RAIL LINES 
LCGRR eo 127081546 11 Mich. Cen. R. R.... 9158438 65285383 1.4 
L é N. R. Rates 932794 102553725 ‘9 N. Y. Cen. R. R... 3184952 2393138795 1.3 
x A S587 ¢ St. L.-S. F. R. R.... 830540 63361682 1.38 
exas & Pacific..... 266408 22656911 1.2 
Sou. Ry. System..... 1495039 147244375 1.0 ’ STEAMSHIP LINES 
Sou. Pac. in La.... 72359 10274358 1 Grt. Lks. Trans i hat 196784 5692336 3.5 
Sou. Pac. in Tex.... 848885 38177650 2.2 Mer. & Miners Trans. 89274 6571328 1.4 
Wabash R. R....... 829384 52843236 1.6 Sou. Pac. 8S. S. Co... 202495 13888678 1.4 
C. & N. W. R. R... 1447245 113260948 1.2 MISSISSIPPI-WARRIOR SERVICE Ratio 
CS. B. & @. B. Besacex 1640871 129994830 1.3 Gross to Gross 
C. M. & St. P. R. R. 1515148 130910962 1.2 Freight Freight 
C.R. 1. & P. R. R.. 1427331 93109327 1.5 Revenue Revenue 
Big Four R. R....:. 846339 16644553 1.1 M. W. Service....... 83816 2369937 1.4 


It will be seen that there is here displayed no unusual amount of degradation of freight tendered to the Federal 
Barge Line for transportation. It should be remembered that the railroads perform physical handling only of less than 
carload freight, only about 5% of the total transported; while the Barge Line unloads, stows, and re-loads in cars all 


freight which comes into its possession, other than bulk commodities. Approximately 60% of its total tonnage handled 
is thus transferred. 


In the light of these facts the low ratio of damage claims becomes significant indeed. 
Your competitors are using the Barge Line increasingly and with growing satisfaction. 
There is a very substantial saving in freights and the service is good. 


All inquiries are promptly and courteously answered. You can address the nearest representative or 
Theodore Brent, Traffic Manager, 











Chicago, Ill., 846 Stock Exchange Bld. 







Los Angeles, Cal., 703 Transpn. Bid., house leans. 
H. E. Ruddiman, General Agent. J. M. Ford, Commercial Agent Customhouse, New Orlea 
Birmingham, Ala., 822 Brown-Marx Bid., New Orleans, La., 200 Board of Trade Annex, Mobile, Ala., Municipal Wharf, 
N. W. Guice, General Agent J. W. Mooney, General Agent 





H. M. Wilson, Commercial Agent 
San Francisco, Cal., 430 Sansome 8t., 
T. B. Esty, Pac. Coast Representative 






Memphis, Tenn., 1224 Cotton Exc. Bid., 


St. Louis, Mo., 1206 Federal Reserve Bank, 
C. E. Becker, General Agent 


F. C. Reilly, General Agent 
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Freight trucks keep 
moving when they 
wear Kelly Kats 


Neither rough roads nor bad weather halt Kelly 
Kats. They keep rolling on—under conditions that put 
ordinary traffic out of the going. Kelly Kats guarantee 
freight deliveries—on time. 


This sturdy dependability of Kelly Kats makes them 
a vital necessity in the operation of freight transporta- 
tion on the highways. ‘ 


Kelly Kats wearing qualities also make them 
the most economical of heavy duty truck tires. 


From every standpoint, Kelly Kats have 
proved themselves vitally important factors in 
the successful operation of any highway freight 
transportation service. 


There are no Caterpillar 
tires but Kelly Kats 


KELLY-SPRINGFIELD TIRE CO. 
250 West 57th Street, New York, N. Y. 


Truck owners in every ilne of business find Kelly Kats 
dependable, because no matter what the road conditions, 
they always deliver their loads promptly and safely. 
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FREIGHT SERVICE 


Between 


All Points in the East and South 
and 


Northwest, Western Canada 
North Pacific Coast 


CHICAGO - S? PAUL 
MINNEAPOLIS to 
the PACIFIC COAST 


S Via BANFF» LAKE LOUISE? FIELD» GLACIER: VAN- 
COUVER: VICTORIA (cps Lint) axa SEATTLE (C.P'S.S. Line) 


To avoid delay, shipments for 1s Consdicn destinations must be accom by SHIPPERS’ EXPORT DECLARATION MADE IN ‘TRIPLI-« 
CATE. This document must be Tebvcoad colton calloene a t 4 initial point with the shipment and 
accompany same to eed agent a0 of entry.) 


AGENCIES 
. Purechuash, Pa., 2041 Oliver Bidg. 
Boston, Mass., 40 Central St. Kanees City, Mo., 738 Rail Ex. Bidg. Portland, , 55 Third Bt. 
Betalo, N.Y, 209-410 is uois Bidg. cal. 605 So. $ St. Ber Lows, Mon ; 2050 Railway Exch. Bidg. 
Cc Ill., 707 Standard Trust B' —< ; Porter Bi Bt. Foal, Minn., 1112 Sleschante Nat'l Bank Bidg. 
Milwaukee ” , Cal., 675 Market St. 
3 Sentt Ste . Marie. ¢ Mic b. 
sehineieatite Minn., Soo Bidg., Sth St. Seattle, Wash., 608 2nd A 
and a Satie Ave. Spokane, Wash. 1006 Old Nat'l Bank Bidg. 
Neenah, Wis. Superior. 
New York, N. Y., Woolworth Bidg. Tacoms, “Woeb., 1113 Pacific Ave. 
Omaha, Neb., 1025 W. O. W. Bldg. Waukesha, Wis. 
Philadelphia, Pa., Cross Bidg., Locust St. at 15th. Winnipeg, Man., 602-604 Lombard Bidg. 


Our Freight House Terminals at DULUTH are Joint With DulGth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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Where they reach 





To correct exaggerated and garbled 
reports, the President of the California 
Development Association, San Fran- 
cisco, has given the press a statement 
of the facts, of which the following is 
a brief summary: 


The disturbance affected only a re- 
stricted area, Santa Barbara being the 
only community which suffered. Major 
damage was confined to the business 
district and to about 10% of the city’s 
area. Residential section was virtually 
untouched aside from few fallen chim- 
neys. In the business district about 
sixty buildings were damaged. Santa 
Barbara being one of the oldest cities 
in California, nearly all these buildings 
were of the older construction. Water 
and sewerage systems are unimpaired 
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Earthquake 
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and there were no fires. Loss of life 
13, with three persons known to be 
missing. Injured about 150, of whom 
41 required hospital attendance. Pre- 
pared food was sent in from the outside 
on the first day and while there was 
some inconvenience there was no hard- 
ship to residents of the city. 


Committee of engineers estimates max- 
imum of $10,000,000 necessary to re- 
build destroyed buildings, using mod- 
ern construction. Rebuilding is already 
under way. California financial insti- 
tutions have agreed to loan the needed 
funds. Assistance necessary to rehabil- 
itate charitable institutions will like- 
wise be furnished by California. Busi- 
ness is being rapidly resumed and 
conditions fast becoming. normal. 


Vol. XXXVI, No. 2 


SOUTHERN PACIFIC LINE 


N iMt | 





All su 
notificatio 
All re 
PORATIC 








